


FAMOUS 
IN SHIPPING 
CIRCLES 


















oF 





CHICAGO, ILL., JULY 14, 1934 





EASTBOUND FROM CHICAGO 


PROVIDES 
38D A. M. delivery in NEW YORK 
3k0 P. M. delivery in BOSTON 





/ 
oer anret? Saree 


Precision Transportation repre- 
sents an effective balancing of 
facilities and personnel to produce 
efficient, economical rail service 
between the Midwest and the 
Virginias, the Carolinas and the 
Atlantic Seaboard, and between 

the North and the South. 






NORFOLK AND WESTERN 
RAILWAY 





a 
a oo TRANSPORTATION 








July 14, 1934 





THE TRAFFIC WORLD 


Name Registered U. S. Patent Office 
Published Every Saturday By 
THE TRAFFIC SERVICE CORPORATION 


Copyright, 1934 Member A. B. C. 


Twenty-seventh Year 





E. F. HAMM, Jr., President and Treasurer. HENRY A. PALMER, Secretary. 


Editorial and Business Staff 


H. A. PALMER, Editor and Manager. J. H. SWEET, Circulation Manager. 
B. J. HAMM, Manager, Special Service Department, A. E. HEISS, Chief, 
Washington, D. C. Washi News Bureau. 
Advertising Department—J. B. COX, R. W. CLASSEN. 





418 S. Market Street 
CHICAGO, ILL. 


Mills Buildi 
WASHINGTON, D. C. 





TABLE OF CONTENTS 





EDITORIAL . -» 45 


CURRENT TOPICS IN WASHINGTON : woe 


DECISIONS OF THE COMMISSION: 


Hauser Packing Co. vs. L. A. and S. L. et al.; No. 25691; cattle 49 

Penn Veneer Co. vs, P. R. R. et al.; No. 26091; gum logs ..... 49 

Janney-Semple-Hill and Co. vs. C. C. C. and St. L. et al.; No 
a, Se as ie oh g 2 cite On arte le Sa cnn eek a ee eae aee. oe 49 


Trinity Package Sales Co. vs. T. and N. O. et al.; No. 25847; 


VOROCRNCS DROMAMOS § oc cvicsceccccccccces $646 s0k6 Chae Eeasa eet eee 49 
Gardner White Co. et al. vs. A. C. L. et al.; No. 25701; furni- 
ture ces Cad eedbedeveneegs sc hs tke dees cde enwanaedevane ce eeennes 49 
Alabamia Rock Asphalt, Inc., vs. A. and B,. B. et al.; No. 23236; 
i” IN, «cos Wns eng da Hine) baeebe alee Csacchones wanes 49 
Ala. Asphaltic Limestone Co. vs. A. and B. B. et al.; No. 25059; 
asphaltic limestone ............... i de= opbhde9 kee a8 ewhenes 49 
Smith, O. A., Agency, Inc., vs. I. C. et al.; No, 24936; asphaltic 
grep eS rear ee a Pee yh ¥o Sasé ne Veneeusdne 49 
Stone, rubble, between points on Boston and Maine; I. and S. 
EN ea, a ear a Laéeeed<eteaceseetneedasededatun 49 


Standard Paint Co. et al. vs. A. and V. et al.;: No. 112038; roof- 
Se ES kone s Cob dehee Sedat S ob deen tees +p es bb Retesaenccetense 49 


Felt, roofing, unsaturated, Joliet, Ill., to Mobile, Ala.; fourth 
Oect. GP. BOGEe cecoccsvecs ; fesnesenewe 

Live stock in the west; fourth sect. aps. 14616, 14647, 14682, 
i Se Chaos esub eee ee ea ev chee sebuhedées heed Veudetetnnt 49 

Jackson Traffic Bureau et al. vs. A. T. and S. F. et al.: No. 


22252; petroleum products 645 otassdweenn s 49 
Metal and Thermit Corp. vs. C. R. R. of N. J. et al.; No. 
i, i  § Covce gs 6seaddecesecusedesme Fe Scere 49 
ne Serer eer eee OG Chics cewers cvescstvdveseesstbeeses 51 
ee PAPO TARA TRC PUING noc cece cc cccwcverccvesdsvccens 53 
rr en re | ohn batt wen beee beseds Leen tese reader On 7 
INLAND WATERWAY TRANSPORTATION.............0.000005- 62 
QUESTIONS AND ANSWERSG............0+555. Lede yhes caeundmenn 64 


SELLING RAILROAD TRANSPORTATION—By Charles E. Parks 67 


Pereerene, CCU: AIO TROVE oc ce cincccccesevesstocceccigceses 68 
DEUINGS OF THE TRAFFIC CLUBG, 20... ccccccccccccvescccceceves 70 
DIGESTS OF NEW COMPLAINTS................ 56 0sdboceutbecee. Oe 
Sere OF TH COS le sc bcc decccececccsceeseecccous 74 


The Traffic World 





PAGE 41 





A 
NORTH AMERICAN 
LEASE 


ls Sound Business 
























Economy 
« 


Changed Conditions 


Involve 
New Requirements 


Years ago, when life was more leisurely and 
competition less severe, shippers were not 
so careful of the cars that carried their 
product to its destination. 


But as the tempo of life quickened, and 
competition became more intense, progres- 
sive business men began to realize, first, the 
importance of reputation and, second, 
the manner in which reputation was helped 
or hindered by impressions. 
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POULTRY 
CARS 


That explains why so many of America's 
leading shippers have adopted a simple 
method of providing for their special-car 
requirements. Through a North American 
Car Lease, they assure themselves of the 
kind of cars they need, in the quantity they 
require and of a quality that never fails 
to create a GOOD impression upon the 
customer. The matter is worthy of your 
investigation. 
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Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 

h West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 
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Se: 


IT HAS — 


® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 


i offices. It is situated on wide thoroughfares in the 


news and _ sailing 


facturing and distributing plant, sales and display “Port Register” 


publication gives shipping 
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complete 
shipping 
facilities 


Two Grain Elevators, 
with a storage capacity 
of four and one-half 
million bushels. 


Berthing Capacities 
for 58 vessels. 


Two and one-half mil- 
lion square feet of cov- 
ered storage space. 


Eighteen Railroads 
(Five Trunk Lines). 


Seventy steamship lines 
.... and the experience 
and equipment to sat- 
isfactorily handle your 
shipments. 


this 


dates. 


t 
center of Manhattan. siRatiietieh: feed ta ak 


Nationally-known concerns, already occupants of the ac Sita ie 
building, have been able materially to lower their New 
York operating costs and at the same time increase 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 60] West 26th Street 
Telephone: CHickering 4-0297 





Be a ee ee 


if 
iP ecutives, traffic men, ship- 


their efficiency. You, too, can save here. es 
J. Russell Wait 


Director of the Port 
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PORT 
ALBANY 
Newest Inland 

North Atlantic Seaport 


Within 250 miles there reside:— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 


Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevater—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers; power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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Service as Usual 
Through 


Los Angeles Harbor 


This news item, from the 
Los Angeles Evenin 
Herald and Express ot 


open toregular, scheduled 
traffic. 


Consider These Facts 


—Intercoastal and Foreign Tonnage for May 
and June, 1934, were above normal— 


—Arnrivals and Departures during these two 
months were on schedule— 


—Municipal Belt Line Railway carloadings 
showed marked increases— 


—Cargo handling, both inbound and outbound, 


was uninterrupted. 


For Speed, Safety and 
Security Ship Through 
Los Angeles Harbor 


FOR FURTHER PARTICULARS, ADDRESS TRAFFIC 
MANAGER, BOARD OF HARBOR COMMISSIONERS, 
ROOM 112, CITY HALL, LOS ANGELES, CALIF. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of railroad and 
motor transport and take the government out of the 
ocean and inland waterway transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





POLITICAL MARES’ NESTS 

K are as unsympathetic with the policies of the 

present national administration in its efforts to 
regiment industry and redistribute wealth as anyone well 
could be, but we see no good purpose to be served in en- 
deavoring to distort every thing it does into something 
unusual or revolutionary and that should be condemned 
on that ground, Of such character, we think, was the at- 
tempt to make it appear that the legislation resulting in 
the communications act, to regulate the transmission of 
matter by wire and radio, was an effort to abridge the 
right of free speech; so far as we are able to determine, 
the purpose is merely to control the operation of wire 
and radio transmission and has nothing to do with the 
nature of the material transmitted. 

We see a similar mare’s nest in the discovery that 
Harold Ickes, Secretary of the Interior, is trying to “sub- 
sidize” the press because he has directed that the heads 
of departments under him use only Democratic or 
friendly newspapers, as far as is legally possible, for 
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official notices and advertisements. This is no more than 
both Democrats and Republicans have done from time im- 
memorial; so far as is legally possible—and sometimes 
even the law is not the limit—the business that politi- 
cians in office control—advertising or whatnot—goes to 
their friends. The county paper that is sympathetic with 
the party in power gets the county printing; the friendly 
paper gets the legal notices; and so on and so on. This 
may not be good business, and it would be utterly un 
warranted in private affairs, but one does not look for 
sound business methods from politicians in office and try- 
ing to stay there, and one who knows anything at all 
about the way things are done in politics should not be 
surprised at the course Mr. Ickes has taken. To see in it 
anything more than has always existed and to use it as a 
proof that the present administration is trying inordi- 
nately to control the press or to squander money on its 
friends is, it seems to us, the sheerest folly. It is merely 
the time-honored practice of favoring political friends 
and endeavoring to induce unfriendly publications to 
truckle for the sake of getting some business. No news 
paper need be controlled by this process if it does not 
care to be, and no newspaper criticizing the administra- 
tion need hope for any business from it that can possibly 
be thrown elsewhere. 


BOX CARS AND PACKING RULES 
E have received from J. R. Turney, 


tion of transportation service, Federal Coordinator 


director, sec- 


of Transportation, a letter replying to our editorial of 
June 30 under the caption, “Theory and Practice,” and, 
in order to do him full justice, as well as to have his let- 
ter close to our comment on it, we reproduce it in this 
column. He says: 


Anent your editorial, “Theory and Practice,” in the June 
30 Traffic World. 

I lay no claim to consistency. Fear of that hobgoblin I leave 
to the type of mind so accurately described by Mr. Emerson a 
century ago. 

Your charge that the merchandise traffic report fails to “deal 
with conditions and juggles with an hypothesis” is of quite a 
different kidney. The charge arises, if I understand your edi- 
torial correctly, because my statement there quoted that the 
riding qualities of the present box car are unsuited for the 
transportation of package freight is at variance with the recom- 
mendation of the report that packing requirements should be 
liberalized. Permit me to refer you to section 8, of the mer- 
chandise report, wherein it is found that “the present packing 
requirements result in part from the inability of the box car to 
protect the lading against shocks, oscillation and vibration,” 
and to section 40, of the report, wherein as a condition precedent 
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to liberalization of packing requirements, the use of “express, 
baggage ... and box cars equipped with nonharmonic springs, 
improved brakes and wheels,” is recommended, 


The idea that the rail packing requirements should not be 
abandoned until shock-proof equipment has become operative 
might be well taken if, as you say “ ‘knee-action’ cars only exist 
on the drawing board.” Fortunately, however, for railroad prog- 
ress knee-action box cars in actual operation preceded the “knee- 
action” automobile, at least in the United States. 

Permit me to direct your attention to notes 83 and 84, at 
page 8, of the merchandise report, which describe modern springs 
and draft gear. These notes were written by Mr. J. F. Deasy, operat- 
ing vice-president of the Pennsylvania Railroad, which railroad 
is putting into service several thousand cars equipped with these 
springs, draft gear, and the new standard AB brake. All of 
these devices have been advertised frequently as well as fully 
described in railroad trade journals during the past three years 
of more. The fact that the riding qualities of baggage and ex- 
press cars were greatly superior to those of the box cars is 
quite generally known among railroad men. In fact, many of 
them move their own household goods in this kind of equipment 
without packing or crating. 

I might add that I made the same “experiment in body 
equilibrium” in the motor truck, and discovered the secret which 
permits those carriers to liberalize packing requirements and 
yet operate at a loss and damage ratio which was one-half of 
that of the rail carriers, Perhaps this explains why the shippers 
of 31 million tons of L. C. L. in 1932 stated they used trucks on 
account of cheaper packing, while at the same time the shippers 
of 16 million tons stated that they used them on account of less 
damage to or loss of freight. If the writer of your editorial is 
seeking a paradox he might try his hand at that ace! 


In the first place, we did not say, as Mr. Turney 
quotes us, that the merchandise traffic report failed to 
“deal with conditions and juggles with an hypothesis.” 
Our language speaks for itself, if anyone is interested. In 
the second place, Mr. Turney scores against us, if, as he 
says (and we have no doubt he is right) there is railroad 
equipment of the kind he thinks should be used and the 
use of which might well be a condition precedent to lib 
eralization of packing requirements. 

But that statement of ours to which he objects was 
made only incidentally ; the point we were seeking to make 
was that advocacy of liberalization of packing require 
ments was inconsistent with the statement that box car 
transportation was so bumpy that Mr. Turney was unable 
to understand how freight ever reached its destination in 
the original package. Mr. Turney says he lays no claim 
to consistency but, whether he does or not or whether he 
cares or not, that was the burden of our criticism. It 
may well be that the kind of equipment Mr. Turney fa- 
vors can be had and that the railroads ought to put it 
into use but, until it is put into use or to the extent that 
it is not used, surely the railroad committees cannot be 
expected to relax their packing requirements for the old 
equipment. In other words, compulsion or voluntary ac- 
tion looking toward the general use of “knee action” cars 
should precede relaxation of packing rules. 

Mr. Turney convicts us of an error of oversight, we 
admit, but we do not see that he removes the ground for 
the charge of inconsistency. The condition with which 
we were dealing is that most box cars in use are of the 
more antique type; the hypothesis referred to was that 
freight moved in modern equipment of the type described 
by Mr. Turney—which it does not, we are informed, to 
any great extent. If such equipment is coming into gen- 
eral use, as we hope it is, then, of course, packing require- 
ments should be relaxed when it comes—and no doubt 
they will be. As to whether they are too rigid anyhow, 
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even for the antique equipment—that is another question. 

We have another letter—personal, not for publica- 
tion—from a railroad man who knows Mr. Turney and 
comes to his defense against what he interprets to be : 
charge that he is a theorist and not a practical man, and 
he recites Mr. Turney’s railroad record—with which we 
are as well acquainted as he is. Of course, we made no 
such charge; there was no such question involved; but, 
for that matter, even a practical man may entertain a 
theory that some other practical man with no more and, 
perhaps, not as much experience may not approve. There 
is all the difference in the world between a mere theorist, 
as distinguished from a practical man, and a practical 
man with an idea that is unsound. If the writer of the 
letter has never disapproved the idea or theory of some 
associate with even more practical knowledge than his 
own, then his experience is unique, 

Mr. Turney is a veritable mint of ideas, the value of 
many of which is apparent and the wisdom of some of 
which may be doubtful; he does not hesitate to make them 
known and, especially since he took his present position 
with the coordinator, they attract attention; we hope we 
may be permitted to disagree with and criticize some of 
them without being understood as trying to present Mr 
Turney as a man without transportation knowledge and 
experience. We have the highest respect for him, as we 
have for most, if not all, of those with whom Mr. East 
man has surrounded himself; they are not at all to be 
likened to the members of the “brain trust” who, without 
any business experience to speak of, are trying to admir 
ister the business of the country. 

In the same number of The Traffic World in which 
appeared the editorial to which Mr. Turney takes excep 
tion, there was another on the subject of “railroad adver 
tising,” in which some of the failures of the railroads to 
take advantage of this method of selling were pointed out. 
If we had had in mind then what Mr. Turney now tells 
us, we not only would not have made the error that he 
points out, but we might have incorporated in the edi 
torial with respect to advertising a suggestion that rail 
roads having the modern type of equipment, calculated to 
carry freight with a minimum of damage, might well ad- 
vertise that fact to shippers. We have seen no such ad- 
vertisements or any other kind of appeal for business on 
that basis. 

And here is another letter from J. O. Schurtz, traffic 


department, American Box Board Company, Grand 


Rapids, Mich.: 

Your June 30 issue, article, “Theory and Practice.” 

Had Mr. Turney, in the good old time way, laid himself down 
instead of sleeping standing, on his side-door sleeper trip, his 


perspective would have been a trifle more practical. 
Who ever heard of anyone but an acrobat gracefully ride 


standing any moving object? 





R. F. C. RAIL SURVEYS 


The Reconstruction Finance Corporation is making financial 
and traffic reports on the Missouri Pacific and the Chicago, Rock 
Island & Pacific railroads for which petitions of reorganization 
have been filed with the Commission under section 77 of the 
federal bankruptcy act. The Missouri Pacific is indebted to the 
R. F. C. in the sum of $23,134,800, and the Rock Island, $13,- 
466,039. 
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Current Topics in 
Washington 





An overwhelming majority of 
Americans, apparently, believe they 
Americans to Taxes are not taxpayers. How else, it 

might be asked, could they seem so 
indifferent to the fact that, out of every dollar they earn, they 
have to surrender a twenty-five cent piece? When the accounts 
for 1933 are completed, it may appear that the surrender was 
about a quarter and a nickel our of every dollar. 

The indifference of the American to the taking of money 
from his pocket by his supposed servants—that is to say, public 
officers from the constable up to the President of the United 
States—is not one but all the wonders of the world put to- 
gether. 

The American people are the most heavily taxed of any 
large nation, according to V. A. Leslie, economist for the Amer- 
ican Petroleum Industries Committee, an organization with 
offices in New York. The petroleum industries, perhaps, are 
more interested than any other industry, and this is why: 

Petroleum, in its most used form, gasoline, is taxed, in total, 
higher than any other commodity of general use. That area 
in the United States, if any, where the taxes assessed are not 
more than the out-of-pocket cost of gasoline at the refinery is 
entitled to a monument higher than the Empire State Building, 
it is so rare. 

At this time, it is hard to say how much greater would be 
the consumption of gasoline if the tax on it amounted to, say, 
not more than 15 per cent of the out-of-pocket cost of it at the 
refinery outlet, instead of 100 per cent or more. The District 
of Columbia is one of the few spots in the country where the 
tax on gasoline is less than 100 per cent of the out-of-pocket 
refinery cost. It is only about 35 or 40 per cent. 

Because the Washington, D. C., tax on gasoline is only two 
cents a gallon—which, of course, is exclusive of the tax laid 
by the federal government—the Petroleum Administration is try- 
ing to induce dealers in nearby Virginia and Maryland areas 
to raise the prices of gasoline one and two cents a gallon. That 
is for the benefit of the refiners. They have been absorbing 
the difference between the District of Columbia tax of two cents 
a gallon and the four cent tax in Maryland and the five cent 
tax in Virginia. The refiners are getting tired of absorbing, 
so the Petroleum Administration appears to be making a move 
in their behalf. 

It would seem reasonable to believe that, if a majority of 
Americans were fully conscious of the fact that every human 
being is a taxpayer, there would be a hot time in the neighbor- 
hood of every table-thumping politician on account of the 
burden he had helped place on himself and his neighbors. 

Between 1919 and 1929, the tax collector, according to Mr. 
Leslie, took 12 cents out of every dollar; in 1932, 20 cents; and 
in 1933 at least 25 cents, and possibly 30 cents. That, he said, 
gave up the dubious distinction of being the most heavily taxed 
of any world power. Having lived in both England and the 
United States and having directly paid taxes in both countries, 
Mr. Leslie claims to know what he is talking about. From 1926 
to 1932 the English, Mr. Leslie said, paid 23 cents out of every 
dollar, the French 22.5 cents, and the Germans a little less 
than 20 cents. 

Admitting that the middle class Englishman has no furnace 
in his house, no electric refrigerator, no automobile, and only 
a two or three tube radio set, Mr. Leslie says Americans are 
on their way to that condition. Here are a few things cited 
by Mr. Leslie to illustrate the situation: Since 1880 the cost 
of educating the American child has been multiplied by 22, 
the cost rising from $5.15 a year to $109; in 1919 we paid 
$1,000,000 in gasoline taxes and last year $700,000,000; two states 
have debts amounting to 47 and 48 cents per capita and others 
$70 and $80; one state in the middle west, in 20 years, has in- 
creased its debt 9,640 per cent; a southwestern state’s debt has 
increased 13,000 per cent, and one western’state’s debt has gone 
up 107,000 per cent. Percentages, of course, can be ridiculous 
in looks. 


Amazing Indifference of 


The last mentioned state, for instance, could be made 
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to appear ruinously extravagant by raising a debt of $1 to 
$10,700 or $107,000. 

The outlook, however, according to Mr. Leslie, is not wholly 
discouraging. He said taxes had been reduced in this country 
in the 1880’s and the 1890's when useless governmental things 
were lopped off. The sin of extravagance is not peculiar to 
any one political party, as these figures show. The lopping off, 
for instance, was in the era when, nationally, the two parties 
divided control in Washington. The hoists in taxes, meaning 
extravagance, have marked both Democratic and Republican 
administrations. 


Speaking of taxes naturally brings up the 

What Caused Boston tea party. The immediate cause of 

that was not the imposition of the tax. Amer- 

the Boston icans had been paying it for two years before 

Tea (Party they staged the costume party that made 
history. 

It was not until the home government in London permitted 
the East India Company to make imports direct to the colonies 
that the tax became obnoxious. Direct imports meant that the 
trade that theretofore had gone through the hands of the Boston 
merchants would go directly from the company to buyers in 
America. Then there was trouble. The Boston merchants did 
not like that. They became righteously indignant. Yowling 
against the taxes, added to other grievances against the mother 
country, brought about the brewing of tea in the salt water of 
Massachusetts Bay. But the immediate cause has been over- 
looked in many of the books and pamphlets written about it. 
So, in the average American’s mind, it was the imposition of 
that tax that caused the trouble. 

Perhaps the enormous taxes that have been imposed on 
the country since 1900 can be made to pinch as the direct 
importations caused the pinch in Boston, with like good effect. 
Prayers, it might be suggested, should be said for the coming 
of such a pinch. 


Now that the biennial political cam 
paign, moon-like, is beginning to show its 
face above the horizon, it may be per- 
missible to observe that, in the final 
analysis, the laws written in the books 
are as nothing in comparison with the 
manner in which they are administered. The laws in the books 
in the worst mismanaged countries are as logical and wise 
in conception as those in the most efficiently managed ones. 

Yet the voter's ears this fall, it is expected, will be assailed 
with learned dissertations about the legislation of the Congress 
that will die next January. Donald Richberg, for instance, at 
Charlottesville, Va., told his auditors that “this period of political 
juggling with a profound economic issue came to a close in 
1933,” as if the writing of a statute were enough to cure an ill. 

Hardly anyone will declare that the NRA idea is entirely 
bad, but it is believed there will be several who will question 
the excellence of the administration of the recovery legisla- 
tion. One common idea seems to be that the new legislation 
is being administered primarily for the benefit of only one fac 
tion or part of the people—namely, the organized labor part of 
it; in other words, that the government of the people, for the 
people, and by the people, is taking sides and that it is for- 
bidding employers to argue with their employes in favor of 
company instead of other sorts of unions while leaving the 
Jeaders of organized labor free to employ any methods they 
may choose to persuade the employes that they should vote 
for unions affiliated with the American Federation of Labor, for 
instance, to represent them in collective bargaining. An elec- 
tion, to almost every man, means that parties will be organized 
to strive for the triumph of a particular idea. An employer 
and those he gathers around him may be likened to a party. 


The Petroleum Labor Policy Board calls it “interference” 
with the employes’ right to organize for collective bargaining 
for the Phillips Petroleum Company actively to promote its 
company employe union through meetings managed by the 
employer, and, therefore, a violation of the petroleum code and 
section 7a of the national industrial recovery act. Petroleum 
Administrator Ickes has fulminated against that company for 
its “interference.” 

It was held to be interference because the company, in its 
meetings and elections, asked the employes to vote on the 
sole question of whether they wanted company unions or some 
other sort of unions, without affording them opportunity to vote 
for or against a union of another sort. 


Ickes has ruled that “any election that purports to give em- 
ployes an opportunity to express their choice must provide an 
opportunity for the employes to vote on as many organizations 
or representatives as the employes want to choose from, and 
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must not be confined or restricted to a vote on the employer's 
proposal alone.” 

Administrator Ickes has ruled that, if an election of the 
sort he approves cannot be arranged, the Petroleum Labor 
Policy Board will conduct “the election.” 

Scientific men in the Department of 
Agriculture, in an information bulletin 
recently issued, assert that experiments 
conducted in an eleven year period have 
proved that better quality tobacco is 
grown with the aid of ordinary weeds, 
such as rag weed, than with the use of cover crops, such as 
the legumes. 

The good quality tobacco is grown on a three year rotation, 
two of rag and other poorly esteemed weeds, and one of tobacco, 
on test plots near Upper Marlboro, Md. 

Any man reared on a farm knows that weed growths, in- 
cluding rag weed and Queen Anne’s lace, furnish good humus 
for plants. But the point in these experiments is that the 
quality of tobacco grown in rotation with such weeds is better 
than when grown in rotation with legumes, cowpeas being set 
down, with hairy vetch, as producers of poor quality tobacco. 

An inference that may be drawn from the tests, it seems, 
is that, if a man is desirous of improving the quality of the 
crops in which he specializes, he had better experiment with 
various sorts of weeds to determine which will turn the trick. 
Perhaps it might be found that skunk cabbage, for illustration, 
would improve the quality of the vegetable one did not like. 

Fairly soon, if the present tendency 
continues, a query in every abandonment 
case may be whether the objecting com- 
munity fights because it fears the loss 
of service or because it fears the loss of taxes. Loss of taxes, 
according to the Commission’s report in Finance No, 10293, St. 
Louis-San Francisco Railway Company abandonment (elsewhere 
in this issue) was the principal basis of opposition in that case. 
In argument before the Commission July 11 on an abandon- 
ment case, J. M. Souby, of the Union Pacific, said the fear of 
the loss of taxes used for school support was back of the oppo- 
sition to abandonment. 

Governor Richards, of South Carolina, as long ago as 1930, 
told an audience of state commissioners that they would have 
to prevent the inroads of trucks and busses because the taxes 
paid by railroads were needed to support the schools.—A. E. H. 


IMPORTED WOODPULP RATES 


Eastern trunk lines, in an effort, as they say, to regain 
imported woodpulp traffic from unregulated water lines on the 
St. Lawrence River and Great Lakes, have proposed heavy re- 
ductions on that sort of traffic, effective July 20, from north 
Atlantic ports to central freight association points of consump- 
tion. Thereby they have aroused the opposition of ports not 
included in the list of those to take lower rates and those inter- 
ested in shipping in coastwise and intercoastal commerce on 
domestic rates. They have asked for the suspension of the new 
rates, particularly supplement No. 55 to Curlett’s I. C. C. No. 
A-273. 

The Puget Sound Pulp & Timber Co., Clear Lake, Wash., for 
illustration, has asked for suspension because no corresponding 
reductions are proposed for the benefit of American producers 
shipping via the Panama Canal. It asserts the reductions would 
give an advantage to foreign producers of pulp and that that is 
certainly not in accordance with the recovery policy. 

Request has also been made for suspension by the Albany, 
N. Y., Port District Commission. It asks for suspension because 
no reductions whatever are proposed from the port of Albany 
and vicinity to the consumption destinations. It alleges that the 
proposed rates will break down the woodpulp rate adjustment 
prescribed in part by the Commission and in part by the Public 
Service Commission of New York; that they are not justified by 
water competition, such competition in respect of shipments from 
Albany being more potent than from other ports and calculated 
to bring about rate wars between rail carriers and carriers by 
water to the injury of both and the public as well. Albany also 
alleges violation of the fourth section by the proposed rates, 
applying as they do through Albany from New York. It alleges 
that proposed rates will not meet their fair share of expenses 
plus a fair return on the property of the railroads. 

The proposal is to reduce the rate from 29.5 to 23.5 cents 
from New York to Kalamazoo, from 28 to 23.5 cents from New 
York to Middletown, O., and from 38 to 26.5 cents from New York 
to Chicago. 

Lines serving the south Atlantic and Gulf ports have also 
filed tariffs along the same lines but they were not included in 
any of the prayers for suspension received by the Commission 
in the first rush of requests for suspensions, Probably the key 
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proposal in that suggested adjustment is the establishment of a 
rate of 23.5 cents from New Orleans to Chicago. That rate, how- 
ever, is proposed as an equalization of the rate from Baltimore, 
Md., to Chicago. 

Among others who asked for suspension of the tariffs pro- 
posing the lower rates were the mayors and councilmen of Green 
Island, Watervliet, Cohoes, Rensselaer, Troy and Albany, N. Y.; 
Chamber of Commerce of Newark, N. J.; Halifax Power and 
Pulp Co., Ltd., Albany, N. Y.; New York Commission of Canals 
and Waterways, Albany, N. Y.; Soundview Pulp Co., Everett, 
Wash.; Manufacturers’ Association of Washington, Seattle, 
Wash.; Seattle Chamber of Commerce; Chamber of Commerce, 
Newark, N. J.; Weyerhaeuser Timber Co., St. Paul, Minn., and 
Rainier Paper & Pulp Co., Shelton, Wash. 

Ohio paper mills intervened by wire in support of the re- 
duced woodpulp rates proposed by eastern trunk lines. Beckett 
Paper Co., Hamilton, O.; Crystal Tissue Co., Middletown, O.; 
Howard Paper Co., Urbana, O., and Fox Paper Co., Cincinnati, 
speaking through A. G. Linnemann, urged the Commission to 
permit the schedules carrying the lower rates to become oper- 
ative on July 20, as dated. Their request Was based on the 
theory that the lower rates were necessary for the railroads to 
regain tonnage from the north Atlantic ports which otherwise 
would move via Lake Erie or New Orleans and the Ohio River 
to Cincinnati 

The telegram said that while the minimum was 60,000 pounds, 
the actual loading was 80,000 pounds or more. It said that the 
proposed rate, Baltimore to Cincinnati, would yield 22 cents a 
car-mile on a 60,000 pound load and 29 cents a car-mile on an 
80,000 pound load. 

Objection to suspension of the tariffs proposing reductions 
in rates on imported woodpulp from North Atlantic ports to 
destinations in central freight association territory was made 
by M. T. Hartley, vice-president of the Sorg Paper Co., Middle- 
town, O. Being heavy consumers of Scandanavian pulps, Mr 
Hartley said his company was negotiating with a view of routing 
via river from New Orleans and via the Great Lakes to Toledo, 
O., when railroad traffic executives representing north Atlantic 
ports came to the company with a proposal that if it would 
hold off they would endeavor to obtain reduced rates low enough 
to merit the company’s favoring Atlantic ports. Only last week, 
he said, a traffic executive returned from a meeting to assure 
the company that he had been successful. The traffic executive 
asked the Sorg company to continue shipping by rail. Mr. 
Hartley thought that that went to prove that the traffic executives 
were satisfied with the reduction. Mr. Hartley said the company 
had been faithful to its promise to route via North Atlantic ports 
and saw no good reason for suspending the Curlett tariff. There 
fore, it asked that suspension be denied. 

The Gardiner Richardson Co., also of Middletown, O., wired 
that if the Commission suspended the tariffs the suspension 
would very seriously affect that company. The company said 
that on account of the assurance given it by the north Atlantic 
port lines that the reduced rates were to be made effective July 
20, it rerouted tons of woodpulp from Gulf ports and water 
routes to north Atlantic ports. Therefore, the company earnestly 
requested the Commission not to exercise its authority to sus- 
pend the rates but allow them to become operative. 





TERMINAL SERVICES 


The memorandum of views held by Alfred G. Hagerty and 
R. A. Gwynn, Commission attorneys, as to the facts and the law 
involved in Ex Parte 104, practices of carriers affecting operat- 
ing revenues or expenses, part II, terminal services, will not be 
made a part of the record in that proceeding as requested by 
Charles S. Belsterling. (See Traffic World, June 23, p. 1178.) 
Having considered the request in one of its conferences the 
Commission has decided the memorandum, which is contrary 
to the recommendations made to the Commission by William 
P. Bartel, director of the Bureau of Service, in a proposed re- 
port, shall not be made a part of the record. 

By letter Mr. Belsterling has been advised as to the action 
of the Commission. In that letter, after setting forth the 
nature of its action, the Commission suggested that Mr. Bel- 
sterling advise those to whom he sent his request of its action. 

“It is noted,” says the Commission’s letter, “that you served 
a copy of your letter, together with enclosure referred to there- 
in (the Hagerty and Gwynn memorandum of views) upon all 
counsel of record. In the circumstances it is assumed that 
you will notify all parties to whom you sent copies of your 
request of the action of the Commission and that you will advise 
this office when you have done so.” 

The Commission having refused to incorporate the memo- 
randum in the record, it will be out of order for attorneys to 
quote, in argument, Hagerty and Gwynn in opposition to Bartel. 
Any attorney, of course, may adopt a view or views held by the 
Commission lawyers, but they must be presented to the Com- 
mission, if used, as the views of the man using them. 
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COMMISSION REPORTS 


Fat Cattle 


No. 25691, Hauser Packing Co. vs. L. A. & S. L. et al. By 
division 3. Dismissed. Rates, fat cattle, Brockhoff and South 
Omaha, Neb., to Los Angeles, Calif., not unreasonable. Repara- 
tion was sought on shipments moving between May 28, 1930, 
and January 25, 1932. Commissioner McManamy, dissenting, 
said that in his opinion the assailed charges should be found 
unreasonable to the extent they were in excess of charges that 
would accrue at rates of 90 and 102 cents a 100 pounds from 
Brockhoff and South Omaha, respectively, minimum 22,000 pounds 
for standard cars, with graduated minima such as had been 
approved by the Commission for other sized cars. The applic- 
able rates a car of $251 from Brockhoff and $257 from South 
Omaha were charged. 

Gum Logs 


No. 26091, Penn Veneer Co. vs. Pennsylvania et al. By 
division 4, Rates, gum logs, Ashland, Quinton, Poplar Springs, 
Richmond, and Roxbury, Va., to York, Pa., not unreasonable in 
the past but unreasonable for the future to the extent they may 
exceed rates made 65 per cent of the iumber rates from and to 
the same points. The Commission said that as a rate on the 
prescribed basis had been established from Ashland and Rich- 
mond to York, its order for the future, effective on or before 
October 11, would not include those origins. 


Refrigerators, Etc. 


No. 26173, Janney-Semple-Hill & Co. vs. C. C. C. & St. L. 
et al. By division 4. Dismissed. Carload rate, refrigerators 
and cooling apparatus, Dayton, O., to Minneapolis, Minn., applic- 
able. Applicable rate not unreasonable or otherwise unlawful. 
Shipments moved between January 26 and June 6, 1932. It was 
alleged that the rate charged, the fourth class rate of 86 cents, 
minimum 24,000 pounds, was unreasonable and in violation of 
the long-and-short haul provision of section 4. Complainant 
sought a commodity rate of 78 cents, published subject to an 
intermediate rule, on refrigerators from Cumberland, Md., to 
Minneapolis, which it contended was applicable over lines of 
the B. & O. to Cincinnati, the Big Four to Dayton, and the lines 
over which the considered shipments moved beyond. The Com- 
mission said tht claimed route was an illogical and unnatural 
route over which a shipper could not reasonably have requested 
transportation and that the 78-cent rate was not applicable 
over it. Commissioner Porter, dissenting, disagreed with the 
finding of the majority that the route in question was unnatural 
and wasteful of transportation. 


Vegetable Packages 


No. 25847, Trinity Packages Sales Co. vs. Texas & New 
Orleans et al. By division 5. Rates charged, fruit and vege- 
table packages nested, carloads, Trinity, Tex., to destinations in 
Georgia and Florida, and from North Rusk, Tex., to Arles, Ga., 
between March 26 and July 22, 1931, applicable in some in- 
stances and inapplicable in others and unreasonable. Found that 
applicable rates on shipments to Georgia over routes over which 
no joint rates were in effect were combinations treated by the 
combination rule, and over routes over which joint rates were 
in effect, the applicable rates were the joint rates or the com- 
binations untreated by the combination rule, whichever were 
the lower. Charges collected unreasonable to the extent they 
exceeded those which would have accrued at the applicable car- 
load rate applied to the minimum weight under Rule 34 on one 
of the two cars in which the shipment moved, and to the actual 
weight of that portion of the shipment which moved in the 
second car. Where the weight shipped in one was greater 
than the weight shipped in the other of two cars, the Commis- 
sion said the charges should be determined by applying the 
carload minimum containing the greater weight. Reparation 
awarded, 

Common Furniture 


No. 25701, Gardner White Co. et al. vs. A. C. L. et al. By 
division 5, Dismissed. Rates, common furniture, points in 
Virginia, North Carolina and South Carolina to Detroit, Mich., 
on shipments made on and after November 28, 1930, not unrea- 
sonable or otherwise unlawful. 


Asphaltic Limestone 
No. 23236, Alabama Rock Asphalt, Inc., vs. Akron & Bar- 


berton Belt Railroad Co et al., No. 25059, Alabama Asphaltic 
Limestone Co. vs. Akron & Barberton Belt et al., and No. 24936, 
O. A. Smith Agency, Inc., vs. I. C. et al. By the Commission. 
Upon reconsideration of No. 23236, 174 I. ©. C. 343; No. 25059, 
194 I. C. C. 273; and No. 24936, 191 I. OC. C. 737, 195, I. C. C. 
651, the Commission said; Finding in No. 23236, that rates, 
asphaltic limestone, Margerum and Cherokee, Ala., to destina- 


The Traffic World 


PAGH 49 





tions in official territory, not unreasonable, reversed and repa- 
ration awarded. Finding in No. 25059, that rates, natural as- 
phaltic limestone, Margerum, Ala., to destinations in official 
territory were not unreasonable, reversed; and finding that 
rates, asphaltic limestone, to which asphalt had been artificially 
added, Margerum to destinations in official territory were un- 
reasonable, affirmed and reparation awarded. Finding in No. 
24936, that rates, crude sand with 2 or 3 per cent natural bitu- 
minous content, Big Clifty, Ky., to Ironton, O., and Milwaukee, 
Wis., were unreasonable, and awarded reparation, affirmed. The 
finding with respect to the rates assailed, natural asphaltic 
limestone in Nos. 23236 and 25059 is that they were unreason- 
able in the past to the extent that they exceeded the rates 
made under the scales and in the manner prescribed in No. 
17805, Colbert Limerock Asphalt Co. vs. A. C. R. R. Co., 129 
I. C. C. 177, for application from Margerum and Colrock to des 
tinations in southern territory, extended at the rate of 10 cents 
a ton for each additional distance of 40 miles over 1,000 miles 
and that the complainant was entitled to reparation. Commis 
sioner Farrell wrote a concurrence in part. 


Rubble Stone 


I. and S. No. 3955, rubble stone between points on the Bos- 
ton & Maine Railroad. By division 3. Proposed cancellation, 
commodity rates, rubble stone, from and to points on the Boston 
& Maine, not justified. Suspended schedules ordered canceled 
and proceedings discontinued. The finding, however, was with 
out prejudice to the filing of new schedules which would limit 
the value of rubble stone covered by rates contained in the ef- 
fective tariffs to $4.50 a ton. 


Roofing Felt 


No. 11203, Standard Paint Co. et al. vs. Director General, 
A. & V. et al., Fourth Section Application No. 15510, roofing 
felt, unsaturated, Joliet, Ill., to Mobile, Ala. By the Commis- 
sion. Upon further hearing, findings in prior reports, 112 I. C. C 
589, 142 I. C. C. 221, modified with respect to roofing felt, un- 
saturated, in rolls, Joliet, Ill., to Mobile, Ala. The new finding 
is that the carriers have justified a proposed rate of 40 cents 
on roofing felt, unsaturated, in rolls weighing not less than 300 
pounds each, minimum 40,000 pounds, from Joliet to Mobile, 
and the prior findings have been modified accordingly. Orders 
heretofore issued have been modified so as to permit the es- 
tablishment of that rate. In Fourth Section Order No. 11625, 
roofing felt, unsaturated, Joliet, Ill., to Mobile, Ala., relief has 
been denied as to the long and short haul part of the fourth 
section on roofing felt, unsaturated, from Joliet to Mobile. 


Live Stock 


Fourth Section Applications Nos. 14616, 14647, 14682, 14801, 
and 14861, live stock in the west. By division 2. Authority 
granted, in Fourth Section Order No. 11624, to establish and 
maintain over existing routes rates, live stock, from, to and 
between points in western trunk line territory for distances of 
800 miles or less without observing the long and short haul part 
of the fourth section, provided that the rates from and to the 
higher rated intermediate points shall not exceed rates con- 
structed on the bases set forth in the application, or the lowest 
combination; also subject to the 50 and 70 per cent circuity 
limitations and further, that the relief shall not apply to any 
rate which yields less than 10 cents a car mile on the basis of 
the carload minimum weight in connection with such rates for 
the actual distance over the route over which it may be applied. 


Petroleum Products 


No. 22252, Jackson Traffic Bureau et al. vs. A. T. & S. F. 
et al. By the Commission. Report by Commissioner Meyer. 
Upon further hearing, amount of reparation, due under previous 
findings in American Refining Co., Inc., vs. A. & R., 194 I. C. C. 
528, of unreasonableness of rates on petroleum products from 
southwestern points to Calhoun and Fulton, Miss., determined 
to be as follows: From the Missouri Pacific and the Mobile & 
Ohio, $1,011.06 on 21 shipments from Pearson, Ark., and Shreve- 
port, La., to Calhoun; $1,058.98 from the St. Louis-San Francisco 
and Mississippian railways on 44 shipments from Pearson, 
Shreveport, and Superior, La., to Fulton; and $96.61 from the 
Missouri Pacific and Mobile & Ohio on two shipments from 
Shreveport to Calhoun. 

Liquid Chlorine 


No. 25543, Metal & Thermit Corporation vs. C. R. R. of N. J. 
et al. By division 3. Upon further hearing, amount of repara- 
tion due complainant under findings of unreasonableness of 
rates, liquid chlorine, shipped between December 3, 1931, and 
February 4, 1932, in tank cars, Wyandotte, Mich., to Carteret, N. 
J., determined to have been $762.30 on the shipments that moved 
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in connection with the Erie and $564.20 on shipments that moved 
in connection with the Lehigh Valley. Chairman Lee dissented. 





B. M. & N. CONSTRUCTION 


The Commission, by division 4, in Finance No. 9767, Burling- 
ton, Muscatine & Northwestern Railway Co. proposed construc- 
tion and operation, has denied the application of that carrier 
to construct, rehabilitate and operate lines in Muscatine, Louisa, 
and Des Moines counties, Ia., about 50 miles long, extending from 
Muscatine to Burlington, Ia. In Abandonment of Muscatine, 
Burlington & Southern, 90 I. C. C. 31, the Commission author- 
ized that company to abandon its line extending from Musca- 
tine to Burlington, including mileage under trackage rights. 
The property was sold at sheriff’s sale to E. L. Tobie, an undi- 
vided half interest therein being acquired by True, Webber & 
Co., and was thereafter conveyed to the applicant. In 1927, in 
Operation by B. M. & N, W., 117 I. C. C. 731, the applicant was 
authorized to operate a part of the line within the switching 
district in and adjacent to Muscatine. 

The applicant sought authority to rehabilitate 4.45 miles 
between Muscatine and Fruitland, construct 18.44 miles of new 
line between Fruitland and Oakville, rehabilitate 19.35 miles be- 
tween Oakville and Rock Island Junction, and operate under 
trackage rights over 2.2 miles of the line of the Rock Island 
from Rock Island Junction to a connection with the terminal 
tracks of the applicant in Burlington. Under the proposed plan 
of operation only freight and switching service would be per- 
formed. It was estimated that the proposed construction and 
rehabilitation would cost approximately $734,000. 

From the standpoint of the agricultural community, the Com- 
mission said, there would be little justification for the proposed 
line, and with the possible exception of a few miles which might 
be rehabilitated at small cost, it was not necessary for the 
development of limestone deposits, about which there was testi- 
mony in the hearing. 


FRISCO ABANDONMENT 


“In any event, the absence of adequate highways would not 
justify the continued operation of a line of railroad at a sub- 
stantial loss to the carrier,” said Examiner Thomas F. Sullivan, 
in Finance No. 10234, St. Louis-San Francisco Railway Co. 
abandonment. The quoted words are part of a sentence in 
which the examiner was answering an argument made by the 
protestants. The latter said that the Frisco, in submitting 
photographs of the highways in the affected area, had not shown 
the worst spots on them. They argued that the highways were 
no stronger than their weakest links. Sullivan’s whole sen- 
tence in answer to that argument was: “It would appear, how- 
ever, that any weak spots may readily be strengthened, but in 
any event, the absence of adequate highways would not justify 
the continued operation of a line of railroad at a substantial 
loss to the carrier.” 

Examiner Sullivan recommended that the Commission, by 
division 4, permit the applicant to abandon two segments of 
line, one extending from Stanley, Kan., to Clinton, Mo., and 
the other from Tracy Junction to Phenix, Mo., an aggregate 
distance of 110.3 miles. The parts are segments of the once 
independent railroad, Kansas City, Clinton & Springfield, ac- 
quired by the Frisco as a result of acquisition by St. Louis- 
San Francisco Railway, 145 I. C. C. 110, nearly nine miles of 
which were abandoned in 1928, 

The segments marked for abandonment, in a general way, 
parallel the Frisco’s Kansas City-Springfield line, generally called 
the high line. They are laid with 56-pound rails which, accord- 
ing to the report, have been in the track for about 50 years. 
They are service bent and line kinked, according to the report. 

In the five years, 1928-32, an average of 1,534 cars were 
handled over the segments in through or bridge movement, said 
the report. Net deficits in railway operating income went as 
high as $119,134 in 1930 to as low as $38,705 in 1932 and up to 
$59,844 in 1933. 

Data recited by Sullivan are to the effect that trucks and 
motor busses take desirable freight traffic and passengers, leav- 
ing the other classes of freight traffic to the rail line. 

“While the protestants contend that the lines would receive 
a larger volume of traffic if the rates and carload minimum 
weights were reduced,” said Sullivan, “there is no showing that 
such rates and weights have been found to be unreasonable. 
The fact appears to be rather that the dealers and trade fare bet- 
ter in volumes of truck loads than carloads. Furthermore, it would 
appear doubtful that the rates and weights to and from points 
on the segments could be disturbed without disturbing general 
rate adjustment not only on the applicant’s lines, but on other 
lines.” 

The protestants asked that if permission were granted to 
abandon time be given them to negotiate for continuance of 
service. Sullivan said that in view of the time that must elapse 


The Traffic World 


Vol. LIV, No. 2 


before final disposition of this case could be accomplished, it did 
not appear necessary to require suspension of the proceedings 
in order that the parties might conduct negotiations looking to 
continuation of service. A request by the protestants that, in 
the event of permission to abandon be given, they be allowed 
to buy the segments at salvage value might be granted, al- 
though he added, “it appears doubtful that they can operate 
the lines on a paying basis.” That opinion, he said, was based 
upon the fact that the protestants apparently hoped to attract 
additional traffic by reducing rates and minimum weights. He 
pointed out that while that might be done on the segments as 
to traffic originating and terminating on them, the traffic not 
originating or terminating on the segments would be subject to 
the tariffs of connecting lines. 


FRISCO ABANDONMENTS 


In Finance No. 10232, St. Louis-San Francisco Railway Co. 
abandonment, the Commission, by division 4, has issued a cer- 
tificate permitting the Frisco and its trustees to abandon the 
portion of a branch line between Ozark and Chadwick, Mo., ap- 
proximately 15.2 miles, but has denied permission to abandon 
that part of the line which extends from Galloway to Ozark, ap- 
proximately 10.9 miles. Trucking, the Commission said, caused 
substantial losses of traffic. Reductions in rail rates made to 
meet truck competition were not noticeably successful in at- 
tracting traffic, according to the report, 

“There is a reasonable likelihood of improved earnings on 
the Galloway-Ozark segment, which may suffice to maintain that 
portion of the branch in safe operation,” said the Commission. 

“To insure this, those who are in position to utilize it for 
either outgoing or incoming shipments should recognize the fact 
that only by means of revenue traffic can it survive.” 

The Commission, by division 4, in Finance No. 10293, St. 
Louis-San Francisco Railway Co. abandonment, has issued a 
certificate permitting the Frisco and its trustees to abandon a 
portion of the so-called Coal branch in Cherokee county, Kan., 
extending from a point of connection with the spur track serving 
the plant of the United Brick & Tile Co. at Weir City to Mackie, 
approximately 2.75 miles. The proposed abandonment was pro 
tested on behalf of Weir City and residents thereof. On behalf 
of the protestants, according to the report, the testimony was 
that there was a substantial deposit of high-grade clay adjacent 
to the Coal branch and that the area also contained a consid- 
erable volume of coal. The Commission said a factory for the 
development of the clay was established about twenty years 
ago but did not succeed and coal mining operations ceased about 
ten years ago. Weir City will continue to receive rail service, 
according to the report, 

“The principal basis of opposition to the proposed abandon- 
ment on the part of Weir City is the loss of taxes from the 
line, which taxes are used in part to support the schools,” said 
the Commission. “This matter is one which can not be con- 
trolling in a disposition of a case of this character.” 

Abandonment of the line as proposed, continued the report, 
would result in an increase of half a cent a 100 pounds in rates 
on products of the brick plant at Weir City moving to certain 
points in northeastern Oklahoma. Very little traffic, however, 
said the report, moved to those points and no objection to the 
proposed abandonment was offered on behalf of the shipper. 


LEGAL SERVICE COMPENSATION 


The Commission, by division 4, in Finance No. 9922, Min- 
arets & Western Railway Co., Ltd., reorganization, has approved 
a maximum compensation of $500 to be paid collectivley to 
Goudge, Robinson & Hughes and Bauer, Macdonald, Schultheis 
& Pettit for services rendered in March, 1933, to the Minarets 
& Western Railway Co., in connection with the initiation of 
voluntary proceedings in bankruptcy. It further has approved 
$650 as compensation for services rendered in April to the 
temporary trustee of the carrier mentioned to be paid collec- 
tively to Goudge, Robinson & Hughes and Everts, Ewing, Wild 
& Everts. It has further approved $5,000 maximum compensa- 
tion to be paid to Goudge, Robinson & Hughes for services 
rendered between May 1, 1933, and April 28, 1934, to the trustee 
of the carrier mentioned. These approvals were made upon 
petition from the attorneys, copies of which were sent to the 
Commission by the clerk of the federal court for the southern 
district of California, southern division. 


STANDING TRUSTEES’ PANEL 
In its thirteenth supplemental order in Ex Parte No. 111, in 
the matter of a panel of standing trustees, the Commission has 
added the name of O. Q. Claflin, Jr., Kansas City, Kan., to the 
list of those eligible to be appointed a trustee of a railroad need- 
ing reorganization. 
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Proposed Reports in I. C. C. Cases 





ROCK RATE REVISION 


POINT to point readjustment of rates on chatt from the 

Bonne Terre, Mo., district, on crushed stone from Marquette, 
Mo., and on agricultural limestone from Bonne Terre and from 
Mosher, Mo., to destinations in Illinois on and south of the 
Terre Haute-St. Louis line of the Pennsylvania, based on findings 
of unreasonableness, has been proposed by Examiner J. P. Mc- 
Grath in No. 26260, St. Joseph Lead Co. et al. vs. Baltimore & 
Ohio, and a sub-number thereunder, Same vs. Same. He pro- 
poses changes in the finings in No. 21939, Sand, Gravel and 
Crushed Stone, 181 I. C. C. 373, so as to make way for the read- 
justment proposed by him. 

The title complaint, in substance, the examiner said, alleged 
that the rates on chatt, from the Bonne Terre district and on 
crushed stone from Marquette to the territory of destination in 
southern Illinois, hereinbefore indicated, were unreasonable and 
in relation to intrastate rates on sand, gravel and crushed stone 
from producing points in Illinois to the same destinations, unduly 
prejudicial to the complainants and unduly preferential of their 
competitors at the Illinois points of origin. McGrath said that, 
in substance, the sub-number alleged that the rates on crushed 
limestone used as a soil corrective, otherwise described as 
agricultural limestone, from the Bonne Terre district and Mosher, 
to destinations in southern Illinois were unreasonable and, in 
their relation to intrastate rates on the same commodity within 
southern Illinois, unduly prejudicial to the complainants and 
unduly preferential of their Illinois competitors. In disposing 
of the matter, McGrath said: 


Upon the facts of record the Commission should find that the 
rates assailed are not shown to be unduly prejudicial and that they 
are not unreasonable, except that the rates on the commodities and 
from and to the points named are and for the future will be unrea- 
sonable to the extent that they are or may be different from the fol- 
lowing rates: 

On chatt from the Bonne Terre district, $1.26 to Altmont over the 
route of the Missouri-Illinois and Chicago & Eastern Illinois; $1.26 
to Bluford over the Missouri-Illinois and Southern; $1.05 to Roots, 
Reily Lake, and Chester over the Missouri-Illinois and Missouri Pa- 
cific; $1.12 to Nashville over the Missouri-Illinois and Louisville & 
Nashville; $1.20 to Odin and Sandoval over the Missouri-Illinois and 
Baltimore & Ohio; $1.13 to Collinsville, $1.20 to Smithboro and Van- 
dalia; $1.39 to Greenup, Casey, and Marshall; and $1.52 to Farring- 
ton, over the Missouri-Illinois, Missouri Pacific, and Pennsylvania; 
$1.20 to Odin and Sandoval and $1.26 to Vandalia, Eldorado, McClure, 
Parker, and Gale over the Missouri-Illinois and Illinois Central; $1.26 
to Effingham over the Missour-illlinois and Illinois Central; and $1.26 
to Belleville over the Missouri-Illinois and Southern. 

On crushed stone from Marquette and Cape Girardeau, Mo., 85 
cents to Gorham, 95 cents to Royalton, Zeigler, Herrin, East Carter- 
ville, Johnston City, Benton, Percy, and Pinckneyville, $1 to Tamaroa, 
Waltonville, and Mt. Vernon and $1.03 to Pittsburg over the Missouri 
Pacific; 90 cents to Olive Branch over the Missouri Pacific to Thebes 
and the Chicago & Eastern Illinois beyond; and to destinations on the 
Ullinois Central the rates set forth in column (b) of Appendix A 
hereto (not herein reproduced). Typical rates shown in that appendix 
are believed to be: From Cape Girardeau and Marquette via the M. 
P. to Effingham, $1.35; Vandalia, $1.26; Du Quoin, $1.12; Metropolis, 
$1.20: McClure, 90 cents; Cairo, $1.05; and Belleville, $1.20. 

On agricultural limestone having value for purposes of soil treat- 
ment only from Mosher, $1.12 to Flora and $1.20 to Fairfield and Olney 
over the route of the Missouri-Illinois and Baltimore & Ohio, $1.12 
to Kinmundy over the Missouri-Illinois and Chicago & Eastern Illi- 
nois, $1.12 to Woodlawn, Waltonville, Christopher, Shattuc, Smithboro, 
and Zeigler over the Missouri-Illinois and Chicago, Burlington & 
Quincy; $1.05 to Pinckneyville, $1.12 to Sandoval, Zeigler, Odin, Herrin, 
Ashley, Kinmundy, Wolf Lake, Ullin, Vandalia, Edgewood, Parker, El- 
dorado, McClure, and Gale, and $1.20 to Effingham and Mounds over 
the Missouri-Illinois and Illinois Central; $1.12 to Woodlawn, Mt. Ver- 
non, and Belleville, $1.20 to Enfield and Eldorado over the Missouri-Illi- 
nois and Louisville & Nashville; $1.05 to Percy, Gorham, Pinckneyville, 
and Murphysboro, and $1.12 to Wolf Lake, McClure, Gale, Thebes, and 
Cairo over the Missouri-Illinois and Missouri Pacific; $1.05 to Percy, 
$1.12 to Tamms, and $1.20 to Cairo over the Missouri-Illinois and 
Mobile & Ohio; $1.20 to Effingham over the Missouri-Illinois, Missouri 
Pacific, and Pennsylvania; and $1.12 to Mt. Vernon and Bluford and 
$1.20 to Fairfield over the Missouri-Illinois and Southern. 

The findings and order in No. 21939 should be modified in accord- 
ance with the above findings. 


PROPOSED REPORTS 


Sand Reparation 


No. 17272, Procter & Gamble Co. vs. B. & O. et al. By 
Examiner T. Naftalin. Upon further hearing, basis for ascer- 
taining amounts of reparation due complainant and intervener 
under findings of unreasonableness as to rates, silica sand, from 
the Ottawa, Ill. district to points within the Cincinnati district, 
proposed to be determined as follows: To the basis of $2.60 
on shipments moved from Ottawa in connection with the 
Burlington for distances less than 371.9 miles, and in connection 





with the Rock Island, for distances less than 357.5 miles, and 
on shipments from Wedron and Utica for distances less than 
366.9 and 368.5 miles, respectively. Lunkenheimer Co., inter- 
vener, found entitled to reparation to the basis of $2.60, ship- 
ments moved from Ottawa to Carthage in connection with the 
Burlington for distances less than 370.3 miles and in connection 
with the Rock Island, for distances less than 355.9 miles, and to 
Brighton in connection with the Burlington for distances less 
than 374.8 miles, and in connection with the Rock Island, for 
distances less than 360.4 miles. Further proposed to be de- 
termined that claimants are entitled to reparation to the basis 
of $2.80, shipments from and to these points moved these re- 
spective distances and over, but not exceeding 400 miles. Pro- 
posed that claims based on shipments moved in excess of 400 
miles be dismissed, 
Moulding Sand 


No. 26123, Sessions Foundry Co. vs. N. Y. N. H. & H. et al., 
and No. 26125, Glenwood Range Co. vs. Same. By Examiner 
Edgar Snider Rates, moulding sand, Ushers, Elnora and Sel- 
kirk, N. Y., to Bristol, Conn., and from West Albany, N. Y., 
to Weir Branch, Mass., proposed to be found unreasonable to 
the extent they exceed rates set forth in appendix H in the 
Industrial Sand Cases, 1930, 188 I. C. C. 99. Reparation pro- 
posed, 

Granite 


No. 26352, Presbrey-Leland Studios, Inc., vs. N. Y. N. H. & 
H. et al., and a sub-number, Joseph Polschinski Co., Inc., vs. 
Same. By Examiner Edgar Snider. Rates charged, dressed 
or hammered granite, carloads, Quincy Adams, Mass., to Haw- 
thorne and Valhalla, N. Y., proposed to be found to have been 
unreasonable to the extent they exceeded 23 cents on polished 
granite and 21 cents on dressed or hammered granite, subject 
to Rule 10 of the official classification. Proposed to be found 
that Presbrey-Leland Studios, Inc., is entitled to reparation of 
$248.89, minus the less than carload rate of 59 cents a 100 
pounds for the actual weight of one piece of polished granite in 
one of the shipments, and Joseph Polschinski Co., Inc., $87.4, 
with interest. The examiner said it was developed at the hear- 
ing that one of the pieces in the shipment was polished granite. 
He said that since the charges were made on the basis of 
dressed granite, an undercharge, which should be waived, existed 
to that extent. 

Grain and Products 


No. 26360, Chamber of Commerce of Rome, Ga., et al. vs. 
Southern et al. By Examiner John McChord. Rates, grain and 
grain products, Ohio and Mississippi River crossings, and from 
Memphis, Tenn., and St. Louis, Mo., to Rome, Ga., not unreason- 
able or unjustly discriminatory but unduly prejudicial to com- 
plainant and unduly preferential of their competitors at Gadsden, 
Ala., to the extent that the rates to Rome, Ga., exceeded or may 
exceed the rates to Gadsden. Examiner said that in the estab- 
lishment of rates the equalization of the rates from the various 
Ohio and Mississippi River crssings on traffic originating beyond 
the gateways should be maintained. He said there was no spe- 
cific evidence of a pecuniary loss occasioned by reason of the 
undue prejudice, hence he recommended denial of the repara- 
tion. 

Petroleum Oil Residuum 


No. 26399, Altitude Petroleum Corporation of Kansas et al. 
vs. M.-K.-T. By Examiner Charles A. Rice. Dismissal proposed. 
Rate assessed, petroleum oil residuum, Oklahoma City, Okla., to 
Chanute, Kan., proposed to be found applicable and not un- 
reasonable. 

Reparation on Meats 


No. 15474, Charles Wolff Packing Co. vs. Arkansas Western 
et al. By Examiner W. M. Cheseldine. Upon further hearing, 
reparation sought on specified carload shipments, fresh meats 
and packing house products, on the peddler car basis, prescribed 
in the prior reports, 146 I. C. C. 141 and 161 I. C. C. 577, pro- 
posed to be denied. The shipments, a witness for the com- 
plainant admitted, were tendered as carload shipments because 
the then existing carload rates produced lower freight charges 
on the particular shipments than would the then existing peddler- 
car basis. The examiner said the complainant could not be 
heard to complain because a subsequently prescribed basis 
would accord its shipments lower aggregate freight charges 
had they been made as peddler-car shipments. Defendants, he 
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said, rightfully contended that complainant was not entitled 
to the peddler-car basis on the shipments under consideration 
on further hearing. 


Vegetable Loading Rules 


I. and S. No. 3580, loading rules on vegetables in south- 
western territory. By Examiner W. B. Wilbur. Upon further 
hearing, finding in original report, 177 I. C. C. 585, that pro- 
posed rules governing the loading of interstate shipments of 
fresh vegetables and melons, in lug boxes, from points in 
Arkansas, Louisiana, Oklahoma and Texas were justified so far 
as that finding affected tomatoes shipped from Texas, proposed 
to be affirmed. Application of the rules proposed to be found 
not unduly prejudicial, unjustly discriminatory or unduly pref- 
erential. 

Limestone Reparation 


No. 23094, Alabama Rock Asphalt, Inc., vs. A. & S. et al. 
By Examiner Elza Job. Upon further hearing, amount of repara- 
tion due complainant because of misrouting and under findings 
in the prior report, 176 I. C. C. 555, on one carload, asphaltic 
limestone, Margerum, Ala., to Dardenelle, Ark., proposed to be 
determined to be $105.32. Examiner proposed that the Com- 
mission find that the rate of $4.46 a net ton was applicable over 
the route of movement; that the Southern misrouted the ship- 
ment; that the applicable rate over the route that should have 
been used was $2.86 and that the rate found reasonable in the 
previous report for application over the latter route was $2.45. 
The shipment was made in January, 1929. 


Sheep 


No. 26194, Bloom Land and Cattle Co. vs. A. T. & S. F. 
et al. By Examiner Harold M. Brown. Carload rate, sheep, 
in a double deck car, Monte Vista, Colo., to Roswell, N. M., a 
combination of a carload rate of $78 to Santa Fe and $104.50 
beyond, proposed to be found to have been applicable at the 
time of the shipment, September 17, 1931. Proposed to be 
found that the shipment was misrouted and that the applicable 
rate over the route that should have been used was $171.50. 
Reparation of $11 from the Denver & Rio Grande Western 
proposed. 

Beans 


No. 26348, Ryon Grain Co. vs. Grand Trunk Western et al. 
By Examiner John Davey. Rate, beans, in bags, carloads, 
Stockbridge, Mich.,, to Des Moines, Ia., proposed to be found 
unreasonable, but not unduly prejudicial, to the extent that it 
exceeded 42 cents at the time of the shipment, February 25, 
1938. Reparation of $55.41 proposed. 


Ranges and Refrigerators 


No. 26369, Malleable Iron Range Co. vs. C. M. St. P. & P. 
et al. By Examiner L. B. Dunn. Dismissal proposed, Charges, 
nor mixing rules, ranges and electric refrigerators, in mixed car- 
loads, shipped between March 5, 19382, and October 11, 1933, 
Beaver Dam, Wis., to Centralia, Portland, Seattle, Spokane, 
Tacoma, San Francisco, and Sugar House, Utah, points in trans- 
continental territory, not unreasonable. Some of the shipments, 
the examiner said, were undercharged. The examiner said the 
complainant admitted that there were outstanding undercharges 
On an undisclosed number of shipments, aggregating over $800. 
The examiner said the essence of the complaint was that the 
failure of the defendants to extend the mixing rule to the extent 
desired by the complainant was unreasonable. 


Concrete Forms 


No. 26406, Hausman Steel Co. vs. Erie et al. By Examiner 
Herbert P. Haley. Dismissal proposed. Rates, carload, metal 
concrete forms, Augusta, Me., to Collins, N. Y., shipped in June, 


1933, not unreasonable. 
Scrap Iron 
No. 26445, Joseph Schonthal Co. vs. C. & O. By Examiner 
Harold M. Brown. Dismissal proposed. Carload rate charged, 
May 4, 1931, scrap iron, Foch, W. Va., to Ashland, Ky., proposed 
to be found to have been applicable. 





PETITIONS FOR REHEARING, ETC. 


Finance No. 10368, Joint application of the A. T. & S. F. and 
Frank O. Lowden, James E. Gorman and Joseph B. Fleming, trus- 
tees of estate of C. R. I. & P., for certificates of public convenience 
and necessity for the operation by each applicant over the line of 
the Union Pacific between Abilene and Salina, in the state of Kansas, 
pursuant to trackage agreements, etc. Applicants ask for an order 
modifying said certificate of public convenience and necessity so as 
to permit commencement of construction to be within thirty days 
from the date of the issuance of the Commission’s report and order 
upon said Union Pacific Railroad Company's application, and comple- 
tion to be on or before ninety days thereafter. 

No. 25413, Skelly Oil Co. vs. A. & S. et al. Standard Oil Co. 
(Indiana), intervener, asks for reconsideration, rehearing, and reargu- 
ment of the Commission's decision and order dated April 14, 1934. 
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No, 26080, Northeast Kentucky Coal Bureau vs. C. & O. Com- 
plainant asks for reargument before, and reconsideration by the entire 
Commission, 

Fourth Section Application No. 15394, and Fourth Section Applica- 
tion No. 15560. Texas & Pacific, one of the applicants herein, asks 
that the Commission revoke a ruling made by Attorney-Examiner J. 
Edgar Smith at the hearing in these proceedings, whereby he sus- 
tained a request made on behalf of the Galveston Chamber of Com- 
merce, a protestant, that said applicant be directed and required to 
submit in evidence after the close of the hearing a statement of the 
tonnage of green coffee handled by it from New Orleans to points on 
its line during the calendar year 1932, and that it be relieved from 
compliance with such request and ruling. 

No. 26162, Stockton Port District vs. S. P. and Tidewater Southern 
and No, 26163, Same vs. S. P. and A. T. & S. F. Stockton Port 
District, complainant herein, asks for modification, amendment and/or 
revision of finding in report heretofore issued in said proceedings. 

No. 25413, Skelly Oil Co. vs. A. & S. et al. Western Trunk Lines, 
southwestern lines and Illinois lines, defendants herein, ask modifica- 
tion of order, entered April 14, 1934, on the proceedings, as amended 
June 16, 1934, to permit establishment of rates in compliance with 
the order, effective August 15, 1934, on not more than 10 days’ notice 

Finance No. 10069, In the matter of application for certificate that 
the present and future public convenience and necessity permit the 
abandonment of the Englewood-Spearfish branch of the C. B. & Q 
Protestants ask first, for rehearing herein and a reopening of the 
case for the purpose of taking further testimony, and, if this is de- 
nied, second, a rehearing and reargument of the proceedings before 
the entire Commission, 

1. & S. 3130, part 11, Consolidated Stone Cases, Southern carriers 
ask for postponement of revision in compliance with the Commission's 
decision herein for a period of 60 days beyond August 15, 1934. 

No, 22823, F. S. Royster Guano Co. vs. B. & O. and related cases 
Defendants, in a supplemental petition, ask for modification of Com- 
mission’s orders to provide for an extension of at least 90 days be- 
yond August 15, 1934, for compliance therewith in so far as the orde! 
embraces rates from Warners and Carteret, N. J., and Baltimore, 
Md., to destinations in Virginia and southern territory in connection 
with finding 3. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10528, granting authority to the 
Pennsylvania, Ohio & Detroit Railroad Company to issue $1,214,000 of 
first and refunding mortgage 4% per cent bonds, series C, to be de- 
livered to the Pennsylvania Railroad Company in settlement of a like 
amount of indebtedness, and to the Pennsylvania Railroad Company 
to assume, as lessee and guarantor, obligation and liability in respect 
of said bonds, approved. 

Report and order in F. D. No. 10528, granting authority to the 
Pennsylvania, Ohio & Detroit Railroad Company to issue $1,214,000 
of first and refunding mortgage 4% per cent bonds, series C, to Be 
delivered to the Pennsylvania Railroad Company in settlement of a 
like amount of indebtedness, and to the Pennsylvania Railroad Com- 
pany to assume, as lessee and guarantor, obligation and liability in 
respect of said bonds, approved. 

Report and certificate in F. D. No. 10501, authorizing the J. M 
Kurn and John G. Lonsdale, trustees of the St. Louis-San Francisco 
Railway Company to operate over certain terminal tracks of the Illi- 
nois Central Railroad Company and to jointly use certain other ter- 
minal facilities of the latter in the city of Memphis, Shelby County, 
Tenn., approved, 

Report and certificate in F. D. No. 10484, permitting the Western 
Maryland Railway Company to abandon a branch line of railroad in 
Mineral and Grant Counties, W. Va., approved. 

Report and order in F. D. No. 10530, granting authority to the 
Gulf, Mobile and Northern Railroad Company to issue $255,000 of 4 
per cent registered serial collateral notes to be sold at par and the 
proceeds used for maintenance, approved. 


FINANCE APPLICATIONS 


Finance No. 10540. Chicago & Western Indiana Railroad Co. asks 
authority actually to issue and sell $6,278,000 of series A 5% per cent 
sinking fund gold bonds, heretofore conditionally issued and pledged 
as collateral for loan from the government, to pay off the 6 per cent 
loan of $5,950,000 owing to the government, and $340,500 of 90-day notes 
to banks, and also provide $50,000 for working capital. Applicant says 
it proposes to sell the bonds to net it 101 per cent of face value. 

Finance No. 10541. Alabama, Tennessee & Northern Railroad Cor- 
poration asks authority to extend the time of payment of some in 
terest on bonds and to make the payment of other interest conditioned 
on the corporation earning a sufficient amount to pay same. The 
bonds involved are $1,672,860.18 6 per cent prior lien bonds and $1,- 
959,429.29 of general mortgage bonds. 

Finance No. 10542. Delta Valley & Southern Railway Co. asks 
authority to acquire and operate a line of railroad from Deckerville 
to Evadale Junction, Ark., known as the Evadale branch of the 
Frisco, 18.1 miles. Applicant proposes to issue $50,000 of capital stock 
to acquire, rehabilitate and equip the property. 

Finance No. 10543. Great Northern Railway Co. asks authority 
to abandon its line between Rexford and International Boundary, 
Lincoln county, Mont., 8.40 miles, part of a through line extending 
to Fernie, B. C., the Canadian part of the line being operated by a 
Canadian corporation. Applicant said steps were being taken to aban- 
don the part of the line in Canada. 

Finance No, 10645. Chicago, St. Paul, Minneapolis, & Omaha 
Railway Co. asks for authority to abandon part of its Spring Valley 
branch, extending from Elmwood to Weston, Wis., 8.91 miles. 

Finance No. 10552. New York Central Railroad Co. asks authority 
to abandon a portion of its Lockport branch in Niagara county, N. Y. 
between Beach Ridge and Lockport Junction, approximately 6 miles. 
The Lockport branch, a portion of the former Buffalo and Lockport 
Rail Road, was projected in 1852 for the purpose of giving the Roches- 
ter, Lockport and Niagara Falls Railroad an entrance into Buffalo. 
At the present time, according to applicant, there are no industries 
on the portion of the branch to be abandoned and there is no pros- 
pect of additional. traffic. 


LOANS TO RAILROADS 


Disbursed loans to railroads as of June 30 stood at $411,- 
645,844, according to the monthly report of the Reconstruction 
Finance Corporation. The comparative figure as of May 31 was 
$402,610,081. (See Traffic World, June 16, p. 1131.) Repay- 
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ments, cancellations and withdrawals totaled $58,261,276 as 
against $57,895,024 as of May $1. 

Since the report as of May 31 the present report shows 
that $6,243,000 was disbursed to the Illinois Central; $2,420,263 
to the New York Central; $264,700 to the Denver & Rio Grande 
Western; and $100,000 to the Meridian & Bigbee River. 

The Texas & Pacific repaid $100,000 on a loan of $700,000. 
The Wrightsville & Tennille Railroad Co, paid its loan of $22,525. 

The report showed that as to the Chicago & North Western, 
the authorized loans totaled $35,094,133; disbursements there- 
under, $34,693,133, and repayment, $3,384,000. In the previous 
report the disbirsement figure was $34,687,633 and the amount 
repaid, $3,159,000, 

In Finance No. 10547, the Missouri-Kansas Belt Railway & 
Terminal Co. of Kansas has asked for a loan of $11,000,000 from 
the RFC to finance completion of a line between Kansas City, 
Topeka, Leavenworth, Valley Falls, Oskaloosa, Tonganoxie and 
intervening villages and settlements, approximately 122 miles. 
Though the application was not clear it appeared that the plan 
contemplated use of the lines of the Missouri & North Arkansas 
and Wichita Northwestern, as applicant said $3,927,750 of 
the loan would be used to pay off the loans those lines owe to 
the government under section 210 of the transportation act. 
Charles Clay Briggs is president of the applicant company. 

Finance No. 10546. Receiver of the North & South Railway 
Co. asks approval of a loan of $88,000 from the RFC to enable 
him to pay delinquent taxes, delinquent wages and salaries, 
take care of receiver's fees and expenses, repairs to the com- 
pany’s engine and meet the deficits expected in 1934 and 1935 
The applicant has a line from the Salt Creek oil field to the 
Burlington railroad, The line of the railroad as projected is to 
extend between Miles City, Mont., and Casper, Wyo., and an 
application has been made to the PWA by the Wyoming-Mon- 
tana Railway Co., affiliated with the applicant in the enterprise, 
for a loan for the completion of the project. 


OHIO LIME TO FLORIDA 


In a brief in No, 26176, Dekle Lumber Co, et al. vs. Atlanta 
& West Point et al., Alabama interveners assert that “this case 
presents in bold relief an outstanding and shining example of 
the fallacy of adjusting carload rates on an important commodity 
by the arbitrary prescription of an inelastic mileage scale or a 
fixed percentage of the L. C. L, rates applicable to bird cages 
and baby carriages in complete disregard of the characteristics 
of the articles shipped; of the circumstances under which the 
commodity is sold, of competitive influences, of the value of the 
service to the shipper and of the fact that the movement of the 
articles is not regulated by the measure of the freight rate.” The 
rates involved in the case are those on lime from Ohio to the 
south. 

The Commission, the Alabama interveners said, should find 
that the existing rates from Ohio are not unreasonable or other- 
wise unlawful except to the extent of the “obvious discrimina- 
tion” between Jacksonville and Tampa, Fla. They said the order 
in the Tampa case, not cited, should be annulled or amended so 
as to permit the removal of undue prejudice in the Jacksonville 
rate by placing the Tampa rate on a basis comparable with the 
general level of the rates from Ohio to southern territory. 

The petitioning interveners are the Cheney Lime & Cement 
Co., Keystone Lime Works, and Longview-Saginaw Lime Works, 
Inc, Their shipping points are Grayston, Keystone, Landmark, 
Longview and Saginaw, Ala. They made the point that Ohio, 
being the premier producer of lime, shipped finishing lime in 
mixed carloads with other grades of lime on rates applicable on 
low priced grades of lime at the rates prescribed for all grades 
of lime in the mileage scale to which they referred. 

They argued that they had to buy finishing lime from Ohio 
because that was the only point from which they could obtain 
it. They made the point that southern lime did not move north 
of the Alabama-Tennessee line while the Ohio lime, which had to 
be used in finishing, had to move and did move regardless of 
the freight rate. 





RULE 27 POSTPONED 


The Commission, by division 2, by amendment No. 3 to spe- 
cial permission No, 111405, dated January 13, 1932, has post- 
poned the effective date of Rule 27 of Tariff Circular No. 20 
from July 20, 1934, to January 20, 1935. The postponement has 
been made upon petition of carriers for which B. T. Jones is 
their agent. 

The rule, the effective date of which has been postponed, 
provides guidance for the making of routing tariffs. The post- 
ponement is only as to tariffs which publish routing in the 
manner provided in Plan 2 as shown in ‘the second paragraph 
of Rule 4(k) of Tariff Cireular No. 20. The postponement was 
granted upon representations that the publishing agent could 
not perform the work necessary to bring his publications into 
cenformity with the rule by July 20. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 








CARRIAGE OF LIVE STOCK 


(Circuit Court of Appeals, Fifth Circuit.)—Railroad carrier 
could not by tariff fixing rates on ordinary live stock, establish 
limitation of liability to $50 or less for loss of any one animal, 
in view of statute (Interstate Commerce Act, Sec. 20 (11), as 
amended, 49 USCA, Sec. 20 (11)). (Galveston, Harrisburg & 
San Antonio Ry. Co. vs. Hall et al., 70 Fed. Rep. (2nd) 608.) 

In suit against railroad carrier for loss of cows due to drink- 
ing of poisonous cattle-dip mixture while in carrier’s stock pens, 
whether cows were ordinary cattle, rendering alleged tariff limita- 
tion of liability ineffective, and value of cows, held questions for 
jury (Interstate Commerce Act, Sec. 20 (11), as amended, 49 
USCA, Sec. 20 (11)).—Ibid. 

Removal of suit from state court to federal court on account 
of separable controversy, can be had only when controversy is 
between citizens of different states (Jud, Code, Sec, 28 (28 USCA, 
Sec. 71)).—Ibid. 

Under Texas practice, where causes of action involved in 
original suit and in cross action against third party are different, 
and plaintiff has no claim against third party and different proof 
is required, or where his introduction causes embarrassment, 
third party may not, over objection, be brought in as party. 
Ibid, 

Where same evidence will serve to charge both original de 
fendant and third party with liability, and there is no prejudice 
to others, joinder of third party as party defendant may be al 
lowed under Texas practice.—Ibid. 

Where railroad was sued in state court by interstate shipper 
for loss of cattle due to drinking of poisonous cattle-dip mixture 
while in carrier’s stock pens, cross-bill by railroad against county 
on contract for use of stock pens for cattle dipping, held not 
within jurisdiction of federal District Court, where railroad and 
county were citizens of same state, and cause of action on con- 
tract was independent of shipper’s action based on negligence 
(Jud. Code, Secs, 28, 37 (28 USCA, Secs. 71, 80)).—Ibid. 


COMMISSION ORDERS 


No. 26454, Northwestern Turkey Growers’ Association vs. B. & O. 
et al. Public Utilities Commission of State of Idaho permitted to in- 
tervene, 

No. 26488, East Tennessee Border Traffic Association vs. A. C. & 
YV.eaiaek.hc&éw.c..cnN. @&L. and Brooklyn Chamber of 
Commerce, Inc., permitted to intervene. 

Finance No. 10374, Wisconsin Central receiver's securities, Appli- 
cation dismissed upon request of receiver. 

1. & S. 3511, coke between points in Central and Illinois territories, 
No, 22052, Alabama By-Products Corporation et al. vs. L. & N. et al., 
and No. 53375 and Sub. 1, Citizens Gas Co. of Indianapolis et al. vs. 
A. C. & Y. et al. Petition, dated June 2, 1934, filed on behalf of com- 
plainants in No. 22052 for reopening and rehearing with I. & S. Docket 
3985, coke from Ala, and Tenn. to Central Territory as to interterri- 
torial rates from northern Alabama points to Central Freight Asso- 
ciation territory, and petition dated June 16, 1934, filed on behalf of 
Tennessee Products Corporation for reopening of these proceedings 
in respect of the interterritorial rates from southern origins to destina 
tions in Central and Illinois territories, and for further hearing thereof 
with I. & S. Docket 3985, denied. 

Finance No, 8471, C. & W. C. et al. construction and operation. 
Time prescribed in said certificate, as extended, within which the C 
& W. C, and C. C. & O. of South Carolina, or either of them, shal! 
commence and complete the construction therein authorized, is further 
extended to October 1, 1936, and October 1, 1937, respectively. 

No. 23823, Gypsum Association et al. vs. A. T. & S. F. et al. and 
No. 17006, Upson Co. vs. A. A. et al. Order entered herein on De- 
cember 11, 1933, is further modified so as to become effective on or 
before November 17, 1934, on statutory notice, so far as it requires 
changes in the rates on plasterboard. 

No. 22114, Whitacre-Greer Fireproofing Co. vs. A. C. L. et al. Pe- 
tition dated June 7, 1934, of complainant, for reopening, reconsidera 
tion and/or reargument denied. 

No. 26546, Duluth Board of Trade vs. C. B. & Q. et al. and No. 
26547, Same vs. Same. Sioux City Grain Exchange permitted to inter- 
vene, 

|. & S. 3705, Fresh vegetables from, to and between points in the 
south, Petition of protestant, Mississippi, Vegetable Shippers’ Bureau, 
for  cmaeastameene rehearing and modification of report and order de- 
nied, 

Figance No. 10533, Application of C. & N. W. for certificate to 
abandon its Zumbrota branch in Olmsted and Goodhue counties, Mo 
Railroad & Warehouse Commission of state of Minnesota permitted to 
intervene, 

No. 23314, Corporation Commission of North Carolina vs. A. & R 
et al. and cases grouped therewith. Petition of defendants for re- 
hearing and/or reconsideration denied. 

No, 24304 and Sub. 1, Hildreth Granite Co. vs. B. & M. et al, Pe- 
tition of complainant for reconsideration and/or reargument on ques- 
tion of reparation denied. 

No. 25054, Standard Soy Bean Mills vs. C. B. & Q. et al. Petition 
of defendants for third reconsideration by entire Commission denied. 
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No. 25292, Shelbina Milling Co. et al. vs. C. B. & Q. et al. and 
cases grouped therewith. Petition of defendants for reconsideration 
denied. 

No. 25413, Skelly Oil Co. vs. A. & S. et al. Proceeding reopened 
for further hearing, and order entered herein on April 14, 1934, as sub- 
sequently modified is vacated and set aside. 

No. 26489, J. B. Hill Grain Co. vs. A, T. & S. F. et al. 
defendants to dismiss the complaint overruled. 

No. 25569, Alabama Grocery Co. et al. vs. A. T. & S. F. et al. 
Request of H. D. Driscoll, dated June 16, 1934, for oral argument de- 
nied, and proceeding reopened for reconsideration on record as made. 

No, 25941, Illinois Cork Co. vs. A. C. & Y. et al. Proceeding re- 
opened for reconsideration on record as made. 

No, 26110, White Eagle Oil Corporation vs. C. & N. W. et al. Pe- 
tition of complainant for reopening and reconsideration and for argu- 
ment therein with No, 24718, White Eagle Oil Corporation vs. B. F 
& I. F. et al. and No. 26408, Standard Oil Co. (Indiana) ys. C. B & 
Q. et al., on question of reparation denied. 

No. 26488, East Tennessee Border-Traffic Association vs. A. C. & 
Y. et al. Norfolk Port-Traftic Commission permitted to intervene. 

No. 26444, Inland Lumberman’s Traffic Association vs. Camas 
Prairie et al. Brooks-x Scanlon Lumber Co, and the Shevlin-Hixon 
Co. permitted to intervene. 

No. 26558, Midland Electric Coal Corporation vs. C. & N. W. et al. 
Illinois Coal Traffic Bureau permitted to intervene. 

No. 26488, East Tennessee Border Traffic Association vs. A. C. 
& Y. et al. St. Louis Chamber of Commerce, the Bertha Chemical 
Co., New Jersey Zine Co. and New Jersey Zine Co, of Pa., permitted 
to intervene. 

No. 20674 and Sub. Nos. 1 to 11 incl., Redwood County Oil Co. vs. 
Cc. & N. W. et al. and cases grouped therewith. Order of July 25, 
1933, so far as it directs payment of reparation is vacated and set 
aside and proceedings are reopened for reconsideration, 

No. 24375, Hygrade Food Products Corporation vs. A. T. & S. F. et 
al. Defendants’ petition for reconsideration and reargument denied, 
defendants are required to cease and desist, on or before September 
20, 1934, and thereafter to abstain from practices described in the 
report which subject complainant to the payment of yardage charges 
on livestock, in carloads, consigned to complainant at Union Stock 
Yards, Chicago, in instances where delivery is taken at the unloading 
pens provided for such purposes; and, proceeding is reopened for 
further hearing at such time and place as the Commission may here- 
after direct for the purpose of determining the amount of reparation 
due complainant under the findings in this case. 

No. 7865, Chamber of Commerce of Johnson City, Tenn., vs. South- 
ern et al. and |. & S. 3660, Rates on Bristol and Northern Lines of 
N. & W. No. 7865 is reopened for further hearing at the John Sevier 
Hotel, Johnson City, Tenn., July 16, ten thirty o'clock a. m., stand- 
ard time, before Examiner Griffin, and petition of certain defendants 
and protestants therein, in so far as it relates to I. & S. 3660 is de- 
nied. 

Finance No. 10069, C. B. & Q. abandonment. Effective date of the 
certificate of public convenience and necessity issued in this proceed 
ing on June 18, 1934, is extended to August 15, 1934. 


COTTON INCREASES PROPOSED 


Disappointed with the outcome of their experiments with 
reduced rates on cotton, made in an effort to regain traffic from 
the trucks, southeastern railroads have asked the Commission to 
permit them, on ten days’ notice, not later than July 31, to make 
a 15 per cent increase within the Mississippi Valley and from 
the Mississippi Valley, with a maximum increase of five cents a 
hundred pounds, 

They propose a number of exceptions. The first is a maxi- 
mum increase of four cents in the rates to all destinations east 
of the Mississippi River from all points from which the rate to 
gulf ports, subject to the highest minimum, is now 25 cents a 
hundred or less; the same maximum increase to be applied to 
the rate from the southeastern Missouri group now taking 27 
cents to the gulf ports and from the Mississippi Valley groups 
north and east of Memphis. In other words, it is proposed from 
these points, to continue the existing relationship with Memphis. 

It is proposed that carload rates subject to lower minimum 
weights shall be increased the same number of cents a hundred 
pounds as in connection with the highest carload weights. It is 
further proposed that any-quantity rates be increased by using 
the same formula as used in connection with the increase in the 
carload rates. Less-than-carload rates that were made with 
specific relation to No. 17000, Hoch-Smith cotton rates, and 
now published to expire July 31 are to be canceled on that date. 

Another proposal is that carload rates from the Mississippi 
Valley territory to southeastern and Carolina mills be revised 
in exactly the same relation to No. 17000 rates as the rates from 
Memphis are to be revised, Carload rates from the Mississippi 
Valley territory to eastern and Canadian points are to be in- 
creased 15 per cent with five cents as the maximum. 

It is further proposed to establish joint rail-barge rates via 
Memphis from substantially the territory from which differential 
rates are now in effect to New Orleans based upon a differential 
under the all-rail rates representing 10 per cent of the all-rail 
rate from Memphis to New Orleans with a minimum differential 
of three cents a hundred pounds. Rates via the Warrior River 
ports are to be adjusted on substantially the same basis. 

Proposals for rates within and from southeastern and Caro- 
line territories are: 

Extend for one year the existing truck competitive adjust- 
ment in southeastern and Carolina territories now maintained 
under the so-called A, B, and C mileage scales with the excep- 
tion that such scales will hereafter apply jointly in connection 
with the Atlantic Coast Line system lines. 


Motion of 
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Increase the existing carload rates from southeastern and 
Carolina points to eastern and Canadian points as hereinbefore 
set forth, increasing minima where now less than 50,000 pounds 
to 50,000 pounds. 

Increase the existing carload rates from southeastern points 
to Ohio and Mississippi River crossings and related points by 
15 per cent with a maximum increase of five cents; and extend 
existing transit rules and regulations issued in connection with 
the present truck competitive adjustment for another year. 

In explaining their application for permission to make the 
rates effective on 10 days’ notice the railroads said that con- 
sidering the revenue results from the operation of the reduced 
basis of rates and the more or less undetermined change in the 
trucking situation, they felt it their duty this season to consider 
carefully whether or not it might be practicable to bring about 
some slight increases in the existing low level of rates with 
out impairing their ability to control substantially as much cot- 
ton at the increased rates as had been handled under the reduced 
rates, They pointed out that even when they had made the in- 
creases proposed the resulting rates would still be materially 
lower than rates approved by the Commission as reasonable 
in No, 17000, the Hoch-Smith proceeding. 

The government’s barge line, Inland Waterways Corpora- 
tion, following the lead of southeastern railroads, has also asked 
the Commission to permit it to make increases in its port-to- 
port rates on cotton, effective not later than July 31, on ten 
days’ notice. By raising its rates the barge line will continue 
the present relationship of rates. 


R. C, C. PAYMENT 


E. G. Buckland, president of the Railroad Credit Corporation, 
has announced that another liquidating distribution will be made 
by that organization to participating carriers on July 31. This 
refund will be the ninth that has been made, and will amount 
to $726,502.40, or 1 per cent of the fund created by pooling the 
net proceeds of the emergency freight rates through March 31, 
1933. Of the amount of the refund, $339,357.27 will be in cash 
and $387,145.12 will be in credits. 

With this liquidating distribution to be made at the end of 
the current month, the total amount returned to participating 
carriers by the corporation will have amounted to $16,961,370.08, 
or 23 per cent of the pooled fund. Of that amount, $7,353,890.97 
represents cash, and $9,607,479.11 credits. 


CORRECTED HORSE AND MULE ORDER 


The Commission, by division 3, in No. 25710, J. W. Patter- 
son, doing. business as J. W. Patterson Commission Co. et al. 
vs. A. G. S. et al. and the cases joined with it, has issued a 
corrected order requiring the establishment of rates on horses 
and mules from points in Indidna, Iowa, Missouri, Texas, Okla- 
homa, Kansas, Nebraska and Colorado to destinations in the 
southeast, not later than August 11. As issued the order re- 
quired the carriers to establish such rates to destinations in 
Alabama, Mississippi, Louisiana, South Carolina and Georgia. 
The corrected order removes points in Mississippi and Louisi- 
ana, leaving the direction to cover points in Alabama, South 
Carolina and Georgia. (See Traffic World, May 12, p. 915.) 





DROUGHT RELIEF RATES 


By amendment No. 13 to drought order No. 16, the Commis- 
sion, by Commissioner Aitchison has increased the drought relief 
rate area in the territory of carriers served by L, E. Kipp as 
publishing agent from and to which reduced rates may be pub- 
lished in a speedy and economical manner by adding thereto 
thirty-one counties in Missouri and two in Idaho. 

In amendments Nos. 14 and 15 to Drought Order No. 16, the 
Commission, by Commissioner Aitchison. has added counties in 
California, Oklahoma and Texas to the areas from and to which 
L. E. Kipp, as publishing agent, may establish drought relief 
rates speedily and economically. 

By amendment No. 16 to drought order No, 16, the Commis- 
sion, by Commissioner Aitchison, has added one county in 
Kansas and three in Texas to the areas from and to which 
drought relief rates may be made in accordance with the blanket 
relief granted in drought order No. 16. 





CHANGES IN DOCKET 


Hearing in Fourth Section Application 15325, filed by J. E. Til- 
ford, assigned for July 12, at Washington, D. C., before Examiner 
Glover was canceled, having been withdrawn. 

Hearing in No. 26478, J. L. Fetterman vs. Southern Ry., assigned 
for July 12, at Jackson, Miss., before Examiner Griffin, was canceled. 

Hearing in I. & S. 4005, ore, iron, in official territory, assigned 
for July 12, at New York, N. Y., before Examiner McGrath was post- 
poned to date to be hereafter fixed. 

Hearing in I. & S. 4006, Cold pack fruits and vegetables in offi- 
cial territory, assigned for July 13, at New York, N. Y., before Ex- 
aminer McGrath was postponed to date to be hereafter fixed. 
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July 14, 1934 


HANDLING MERCHANDISE TRAFFIC 


Editor The Traffic World: 

One of our western railroad carriers is experimenting with 
the setting out of box cars, loaded with “less than carload” 
merchandise, at principal stations and the delivery between 
principal stations by highway trucks. 

This has resulted in effecting substantial savings and in 
twice daily in lieu of tri-weekly service to the smaller towns. 

It is utilizing that railroad equipment, of which there is 
now an existing surplus, to advantage, and it provides for the 
economical handling of merchandise cars in carload trains, as 
compared with the suggestion of Coordinator Eastman that 
merchandise traffic be transported in special equipment and 
on separate trains. 

Special equipment and separate trains may eventually prove 
desirable, but many of us are of the opinion that such equip- 
ment will afford means of correlating of highway equipment 
with it. 

Until such time as the present railroad facilities and equip- 
ment are known to be obsolete, after trying them in all pos- 
sible successful arrangements, and until there is some generally 
accepted opinion as to what special equipment should consist 
of, added investment in transportation facilities and equipment 
will not add to the welfare of the railroads. 

F. Landon Cartage Company, 

Chicago, Ill, July 11, 1934. By Lee 8S. Landon. 


REGISTRATION OF TRUCKS 


Registration of for-hire trucks under the trucking code 
totaled 166,491 as of July 6, according to reports received by the 
National Code Authority for the Trucking Industry. 

“We have passed the stage of voluntary compliance on reg- 
istration,” said Ted V. Rodgers, chairman of the code authority. 
“One hundred and sixty-five thousand vehicles have been signed 
up under the code. The job is far from completed. As many 
more should be registered, if the state code authorities do what 
is cut out for them. This is no time to pussyfoot. All non- 
registrants should be cited immediately to the NRA state com- 
pliance director as violators of the trucking code. 

“Enforcement in the states rests largely with the code au- 
thorities and the members of the industry. Every member is 
a potential] police officer interested in the preservation and pro- 
tection of his business. His duty does not end with compliance 
on his own part; as a good business man he should see to it 
that every one of his competitors, as well as his friends, in the 
industry does likewise.” 

The National Recovery Administration has announced ex- 
tension of certain time limitations of the trucking code appli- 
cable to the state of New Mexico and to the District of Columbia, 

For New Mexico there is an extension to July 13, of the 
time within which members of the industry must register and 
file schedules of minimum rates and tariffs. Also, there is an 
extension to July 30 of the time within which display of regis- 
tration insignia is required on vehicles. Also, any “for hire” 
member who has registered and assented to the code on or be- 
fore July 15, shall be entitled to vote in the first elections of 
the state area and divisional code authorities, to be held within 
30 days after June 28. 

For the District of Columbia there is an extension to July 
13 of the time within which members must register and file 
schedules of minimum rates and tariffs. Also, there is an ex- 
tension to July 28 of the time within which display of regis- 
tration insignia is required on vehicles. Also, any “for hire” 
member who has registered and assented to the code on or 
before July 13, shall be entitled to vote in the first elections of 
the state area and divisional code authorities, to be held within 
30 days after June 28, 1934. 

The National Code Authority requested these extensions be- 
cause, in each case, there had been delays in setting up the 
registration machinery. 


AIR MAIL LITIGATION 


The Court of Appeals of the District of Columbia, in a 3-to-2 
decision, July 9, held that the Senate did not have the power 
to punish William P. MacCracken, Jr., counsel for aviation com- 
panies that were under investigation by the Black mail subsidy 
committee, for “a past and completed contempt.” The Senate 
sentenced MacCracken to serve ten days in the District jail for 
permitting papers in his office to be removed after he had 
been subpoenaed to appear before the investigating committee. 
The Supreme Court of the district held against MacCracken and 
he appealed to the court which has now decided the controversy 
in his favor. United States Attorney Leslie C. Garnett said 
Attorney General Cummings would have to decide whether an 
appeal would be taken to the Supreme Court of the United 
States. 
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MacCracken contended he had purged himself of contempt 
by giving to the Senate committee all available papers and 
records. He also contended that the courts and not the Senate 
had the power to punish a private citizer. for a past and com- 
pleted offense. 

The Court of Appeals said that time and again it had been 
declared that Congress possessed legislative power in the amplest 
degree to provide for prosecution and punishment under the 
criminal law for any and every wrongful act. Sections 101-104, 
and 859 of the Revised Statutes were enacted under that power, 
said the court, and showed plainly that Congress intended thereby 
“to subject defaulting and contumacious witnesses to indict- 
ment and punishment in the courts, and thereby enable either 
house to exert the power of inquiry more effectually.” 

“Unless there is to be an intermingling of the legislative and 
judicial power to deal with contempt, thereby rendering it pos 
sible in all cases as a matter of legislative power summarily to 
try one thus accused without subjecting him to the statutory 
modes of trial provided for criminal offenses, protected by the 
limitations and safeguards of the Constitution, then we must and 
do declare that the Senate is without jurisdiction to inflict this 
punishment on the petitioner,” said the Court of Appeals. “The 
judgment, therefore, is reversed and the cause remanded, with 
directions to discharge the petitioner from custody.” 

The court said, however, that the Senate undoubtedly had 
the power to impose punishment on any citizen obstructing its 
legislative processes, but not to do so in the case of one who 
had obstructed those processes in the past. 

Associate Justice Robb wrote the majority opinion and was 
joined by Chief Justice Martin and Associate Justice Van Orsdel. 
Associate Justice Groner wrote the dissenting opinion and was 
joined by Associate Justice Hitz. 

The dissenting justices said that to say at one moment that 
the power existed to punish for failure to deliver papers and 
then to say it was lost if the contumacy of the witness resulted 
in destruction rather than in delibate withholding, “seems to be 
both inharmonious and absurd.” 


AIR TRAFFIC 


Scheduled airlines operating in continental United States 
carried 35,899 passengers in May, 1934, according to reports to 
the Department of Commerce from 18 of the 19 companies operat- 
ing in that month, 

These scheduled airlines flew 2,,699,342 miles, carried 153,331 
pounds of express and flew 14,408,909 passenger miles in May. 
ar passenger mile is the equivalent of one passenger flown one 
mile.) 

Comparisons with February, March, April and May, 1934, and 
May, 1933, are ‘shown in the following: 


February March April May May 
1934 1934 1934 1934 1933 
Number of com- 
panies operating 23 22 19 19 27 
Number of com- 
panies reporting 23 22 18 18 27 
Passengers carried 27,624 22,606 31,415 35,899 38,738 
Express carried 
PL ~d0 ebee ache 147,623 135,354 150,383 153,331 122,414 
Miles flown ....... 3,004,285 2,399,240 2,450,692 2,699,342 4,102,991 
Passenger miles 
ee rr 10,476,477 8,717,404 12,373,678 14,408,909 12,653,925 





AVIATION CODE HEARING 


Difference of opinion as to the need for a code of fair com- 
petition for the non-scheduled, miscellaneous flying activities 
of the aviation industry developed at a hearing held July 10 
before NRA Deputy Administrator E. E. Hughes on a proposed 
code submitted by the Independent Aviation Operators of the 
United States, said to represent about 60 per cent of the indus- 
try. Several operators said they preferred to continue to op- 
erate under the terms of the President's reemployment agree- 
ment, governing wages and hours and service, and that the 
industry could not stand the burden of the administrative ex- 
pense that would have to be met if a code were adopted. 





AVIATION POLICY COMMISSION 


The commission which igs to recommend an aviation policy 
for the United States, headed by Clark Howell, newspaper 
publisher of Atlanta, Ga., who served as a member of the so- 
called Coolidge transportation commission, organized this week 
after a call on Marvin McIntyre, assistant secretary to the 
President, and began to map out a program of operations. The 
other members are Edward P. Warner, Jerome Clarke, Hun- 
saker, Franklin K. Lane, Jr., and Albert J. Berres. Mr. Hunsaker 
was the only member of the commission not present, as he was 
returning from Europe. 

Chairman Howell, in emphasizing that the commission ap- 
proached its work with an open mind, said he had told the 
President what he did not know about aviation would fill a 
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book and that the President had replied that that was why he 
wished him to serve on the commission—that’ he wished the 
problem solved from a business as well as an expert standpoint. 

The commission will inquire into all phases of the aviatoin 
problem—nmilitary and civil aeronautics, the latter including, of 
course, the air mail situation. 

Major J. Carroll Cone, assistant director of aeronautics in 
the Department of Commerce, was appointed executive secretary 
of the commission. 


AIR MARKINGS REQUIRED 

Bridges, causeways, transmission lines and other structures 
over navigable waters of the United States are now required 
to be provided with lights and other signals for the protection 
of air navigation, according to the Bureau of Air Commerce, 
Department of Commerce. Responsibility for installation and 
maintenance of the lights and signals is charged to owners or 
operators of the bridges or other structures by an amendment 
to the air commerce act of 1926, passed in the session of Con- 
gress recently adjourned. Types of markings to be used are 
to be prescribed by the Secretary of Commerce. 

The Corps of Engineers, War Department, which issues 
permits for all structures crossing navigable waters, has stipu- 
lated that if the display of lights and signals on any work 
authorized is not. otherwise provided for by law, such lights 
and signals as may be prescribed by the Bureau of Lighthouses, 
Department of Commerce, shall be installed and maintained at 
the expense of the owner. 

On this authority, the department several years ago issued 
“recommended Standards for Marking Obstructions to Air Navi- 
gation.” Clothed with more direct and explicit authority and 
jurisdiction, the Bureau of Air Commerce now is studying the 
entire matter with the view to promulgating regulations to 
carry out the terms of the new law. 








REVENUE FREIGHT LOADING 


- 


Revenue freight loading for the week ended July 7 totaled 
519,807 cars, a decrease of 124,765 under the preceding week. 
It also was a decrease of 23,703 under the corresponding week in 
1933, but an increase of 103,879 above the corresponding week 
in 1932. The figures for the three years were reduced on ac- 
count of the July 4 holiday. Miscellaneous freight loading 
totaled 197,568 cars; merchandise, 137,935; grain and products, 
37,132; forest products, 17,443; ore, 29,372; coal, 80,668; coke, 
4,136; livestock, 15,553. 

Loading of revenue freight the first 26 weeks this year, 
including the week ended on June 30, totaled 15,400,331 cars, 
according to the car service division of the American Railway 
Association (see Traffic World, July 7). This was an increase 
of 2,056,031 cars above the corresponding period in 1933 and 
an increase of 1,292,511 cars above the corresponding period in 
1932. 

Loading of revenue freight the week ended June 30 totaled 
644,572 cars, an increase of 22,700 cars above the preceding week. 
It also was an increase of 2,842 cars above the corresponding 
week in 1933, and 156,291 cars above the corresponding week 
in 1932. 

Miscellaneous freight loading the week ended June 30 totaled 
250,954 cars, an increase of 7,235 cars above the preceding week, 
11,776 cars above the corresponding week in 1933, and 68,558 
cars above the corresponding week in 1932. 

Loading of merchandise less than carload lot freight totaled 
160,567 cars, an increase of 381 cars above the preceding week 
this year, but 11,710 cars below the corresponding week in 1933, 
and 10,464 cars below the same week in 1932. 


Grain and grain products loading for the week totaled 43,051 
cars, an increase of 3,552 cars above the preceding week, but 
3,373 cars below the corresponding week in 1933. It was, how- 
ever, an increase of 12,444 cars above the same week in 1932. 
In the western districts alone, grain and grain products loading 
for the week ended June 30 totaled 31,769 cars, a decrease of 913 
cars below the same week in 1933. 

Forest products loading totaled 24,257 cars, a decrease of 561 
cars below the preceding week, and 4,209 cars below the same 
week in 1933. It was, however, an increase of 8,840 cars above 
the same week in 1932. 

Ore loading amounted to 34,875 cars, an increase of 463 cars 
above the preceding week, 16,058 cars above the corresponding 
week in 1933, and 29,772 cars above the corresponding week in 
1932. 

Coal loading amounted to 106,227 cars, an increase of 9,018 
cars above the preceding week, but a decrease of 7,728 cars 
below the corresponding week in 1933. It was, however, an 
increase of 39,194 cars above the same week in 1932. 

Coke loading amounted to 6,418 cars, a decrease of 326 
cars below the preceding week, and a decrease of 798 cars below 
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the same week in 1933. It was, however, an increase of 3,381 
cars above the same week in 1932. 

Live stock loading amounted to 18,223 cars, an increase of 
2,938 cars above the preceding week, 2,826 cars above the same 
week in 1933, and 4,566 cars above the same week in 1932. In 
the western districts alone, loading of live stock for the week 
ended June 30 totaled 15,019 cars, an increase of 3,312 cars 
above the same week in 1933. 

All districts except the Northwestern and Central Western 
reported reductions for the week ended June 30, compared with 
the corresponding week in 1933, but all districts reported in- 
creases compared with the corresponding week in 1932. 

Revenue freight loaded by districts for the week 
June 30 as compared with the corresponding period of 
was reported as follows: 


ended 
1933 


products, 5,456 and 6,283; live 
1,558; coal, 25,083 and 26,663; coke, 1,832 and 2,284; 
forest products, 1,793 and 1,540; ore, 3,621 and 1,493; merchandise, 
L. C. L., 43,235 and 47,720; miscellaneous, 59,598 and 59,004; total, 
1934, 141,866; 1933, 146,545; 1932, 111,747. 

Allegheny district: Grain and grain products, 3,015 and 2,859; live 
stock, 999 and 1,042; coal, 27,601 and 30,036; coke, 2,736 and 2,796; 
forest products, 1,258 and 1,328; ore, 7,180 and 3,170; merchandise, L 


Eastern district: Grain and grain 


stock, 1,248 and 


C. L., 29,636 and 35,181; miscellaneous, 55,605 and 54,815; total, 1934, 
128,030; 1933, 131,227; 1932, 93,359. 

Pocahontas district: Grain and grain products, 284 and 358; live 
stock, 117 and 139; coal, 31,535 and 33,336; coke, 410 and 283; forest 
products, 759 and 711; ore, 325 and 57; merchandise, L. C. L., 5,086 
and 5,221; miscellaneous, 5,834 and 5,444; total, 1934, 44,350; 1933, 
45,549; 1932, 28,571. 

Southern district: Grain and grain products, 2,527 and 4,242; live 
stock, 840 and 951; coal, 12,503 and 13,683; coke, 195 and 536; forest 
products, 6,705 and 8,883; ore, 493 and 578: merchandise, L. Cc. L., 
27,260 and 28,847; miscellaneous, 34,088 and 33,952; total, 1934, 84,611; 


1933, 91,672; 1932, 72,312. 

Northwestern district: Grain and grain products, 7,130 and 11,773; 
live stock, 7,101 and 4,379; coal, 2,969 and 3,018; coke, 1,068 and 1,076 
forest products, 6,481 and 7,498; ore, 21,482 and 12,360; merchandise, 
L. C. L., 19,519 and 19,749; miscellaneous, 28,918 and 24,620; total, 
1934, 94,668; 1938, 84,473; 1932, 62,329. 

Central western district: Grain 
15,346; live stock, 6,114 and 5,835; coal, 
135; forest products, 4,422 and 4,931; ore, 


and grain products, 18,226 and 
4,780 and 5,040; coke, $7 and 
1,646 and 933; merchandise, 


L. C. L., 23,368 and 23,290; miscellaneous, 41,302 and 34,394; total, 
1934, 99,955; 1933, 89,904; 1932, 79,417. 
Southwestern district: Grain and grain products, 6,413 and 5,563; 


live stock, 1,804 and 1,493; coal, 1,756 and 2,179; coke, 80 and 106; for- 
est products, 2,839 and 3,575; ore, 128 and 226; merchandise, L. C. L 


12,463 and 12,269; miscellaneous, 25,609 and 26,949; total, 1934, 51,092; 
1933, 52,360; 1932, 40,546. 

Total, all roads: Grain and grain products, 43,051 and 46,424; live 
stock, 18,223 and 15,397; coal, 106,227 and 113,955; coke, 6,418 and 
7,216; forest products, 24,257 and 28,466; ore, 34,875 and 18,817; mer- 
chandise, L. C. L., 160,567 and 172,277; miscellaneous, 250,954 and 239,- 
178; total, 1934, 644,572; 1933, 641,730; 1932, 488,281. 


Loading of revenue freight in 1934 compared with the two 

previous years follows: 
1934 1933 1932 

Four weeks in JAQmu@ry .....ccccoes 2,177,562 1,924,208 2,266,771 
Four weeks in February ........... 2,308,869 1,970,566 2,243,221 
Wive WOOrs tm BMEAFGR 260ccccccecccce 3,059,217 2,354,521 2,825,798 
eee WG GR FAME socks cwccccecoss 2,334,831 2,025,564 2,229,173 
rr 2 SE. ones cer deus s cae 2,441,653 2,143,194 2,088,088 
i. fe) Oe SS errr 578,541 612,974 447,412 
Week ended June 9 .........e0eeeee 615,565 569,157 501,685 
Week ended June 16 ............... 617,649 592,759 518,398 
pO “eee 621,872 609,627 498,993 
Week ended June 30 ....ccccccccces 644,572 641,730 488,281 


15,400,331 


Total 13,344,300 14,107,820 


COLORS FOR AIR COMMERCE AIRPLANES 


Black and Galatea orange have been adopted by the Bureau 
of Air Commerce, Department of Commerce, as the colors to be 
used on its official airplanes, according to Eugene L. Vidal, 
director of air commerce. Colors formerly used were maroon, 
international orange, black and-aluminum. 

Galatea orange is a brownish orange color. It is used for 
the wings, stabilizer and elevator of a bureau airplane. The 
fuselage, fin, rudder, cowling, struts and wheel pants (if any) 
are painted black. If the airplane is to have a stripe painted 
on the side of the fuselage, this will be of Galatea orange, 

These black and orange colors will be more easily discerned 
at a distance and will form a more distinctive scheme for identi- 
fying Department of Commerce craft than the combination pre- 
viously used. Also, the new colors are less expensive and simpler 
to maintain, more easily matched, and will actually weigh less 
when spread on the surfaces of an airplane. 

All new airplanes for delivery to the air commerce bureau 
are to be painted according to these specifications, including the 
25 light, low-powered airplanes for which bids recently were 
invited by Mr. Vidal. Airplanes in service will not be repainted 
until that becomes necessary as a matter of maintenance routine. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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INTERCOASTAL RATES SUSPENDED 


The Trafic World Washington Bureau 


HE Department of Commerce, in Shipping Board Bureau 

suspension orders Nos, 17 and 18, has suspended until Decem- 
ber 1 Nelson Steamship Co. tariff SB-I Nos. 3, 4 and 5, which were 
filed to become effective August 1, and SB-I, Nos. 1, 2 and 3, 
filed by J. ©. Schumacher, agent, States Steamship Co. and 
Quaker Line-Pacific Atlantic Steamship Co., which also were 
filed to become effective August 1, the present effective date of 
resignations from the United States Intercoastal Conference. 
The suspended tariffs carried class and commodity rates and 
rates on forest products between Atlantic and Pacific ports. 

This action of the department was forecast in The Traffic 
World of July 7, p. 23. 

This is the department’s answer to the proposed dissolution 
of the intercoastal conference August 1 and the threatened rate 
war that may follow in the wake of disbanding of the conference. 
It hopes to prevent a rate war and to hold the lines on a co- 
eperative rate-making basis. 

Tariffs now on file for the lines in question, which were 
filled by R. C. Thackara, as agent, will remain in effect, 

It was rumored that department officials, in considering 
whether or not the tariffs, which carry reduced rates, should 
be suspended, toyed with the idea that possibly it would be 
best to permit rates to be cut to the level of the lowest now 
on file with the bureau. Adoption of such a course, it is pointed 
out, would have eliminated certain lines from the intercoastal 
trade and also would have had a disturbing effect on the rail- 
water rate situation in the intercoastal trade, a situation it was 
desired to avoid if possible because of efforts being made under 
Coordinator Eastman to bring about some stability in the rela- 
tionship between the rail and water rates. Section 19 of the 
shipping act provides that whenever a common carrier by water 
in interstate commerce reduces its rates to or from competitive 
points below a fair and remunerative basis with the intent of 
driving out or otherwisé injuring a competitive carrier by 
water, “it shall not increase such rates unless after hearing the 
board finds that such proposed increase rests upon changed 
conditions other than the elimination of said competition.” This 
provision of the law, it is pointed out, also would have a bear- 
ing on the situation if rates believed to be unduly low were 
permitted to go into effect. 

The department exercised the suspension power conferred 
by section 3 of the intercoastal act of 1933 in suspending the 
tariffs. It said to permit the tariffs to become effective would 
adversely affect the public interest and the purposes of the 
shipping act. 

Though all the members of the Intercoastal conference, as 
a matter of protection, have served notice of withdrawal from 
the conference effective July 31, the Nelson and Quaker lines 
were the only ones to file new tariffs effective August 1 quoting 
rates lower than those now on file. The suspension orders 
have the effect, therefore, of holding in effect the present tariffs. 
The States Steamship Co. is a subsidiary of the Quaker Line. 


The Trafic World New York Bureau 


The Shipping Board Bureau of the Department of Commerce 
July 12 resumed its investigation into the intercoastal steamship 
trade July 12 when additional hearings in New York on Docket 
126, intercoastal investigation, were opened, with Examiner M. G., 
DeQuevedo presiding. Previous hearings have been held in New 
York, New Orleans and San Francisco. The present sessions 
are concerned mainly with subject (c) of Secretary of Commerce 
Roper’s order authorizing the investigation—“Receipt, handling, 
storing and delivery of property at terminals within port dis- 
tricts”’—but at the beginning of the hearings July 12 Examiner 
DeQuevedo announced that testimony would not be limited to 
this subdivision, which was made the subject of a questionnaire 
sent to all the steamship lines involved, but that further ques- 
tions on any subdivision of the order might be brought up. 

At the outset, the examiner questioned Roscoe H. Hupper, 
counsel for the United States Intercoastal Conference, as to the 
probable status of the conference after July 31, on which date 
the resignations of all members of the conference are slated to 
become effective. He directed Mr. Hupper to file with the Ship- 
ping Board Bureau after that date a letter advising the board of 








the status of the conference at that time. He also asked Mr. 
Hupper if he could submit figures on the intercoastal pool for the 
first part of 1934, which were not available at previous hearings 
and which Mr. Hupper said he would produce. 

The question of terminal rates shown in the tariffs of the 
intercoastal steamship lines to various ports in the San Fran- 
cisco Bay district, which are reached by transshipment at prin- 
cipal bay ports, was the main subject under discussion the first 
day. Representatives of the lines in the trade were questioned 
by the examiner as to their practice with respect to cargo 
destined for Alameda, Calif. With the exception of the Calmar 
Line, a non-conference carrier, and the Luckenbach Line, it was 
brought out that the tariffs of the other lines show this traffic as 
being interchanged at San Francisco and shipped to Alameda 
by bay lines. 


In response to questioning by the examiner testimony was 


‘also submitted regarding the depth of water at terminals in 


Sacramento and Stockton. 

Representatives of each line were asked to state the location 
of their tariffs and their availability to the public. In general 
it was stated that tariffs are on file in all offices of the various 
lines and are available for public inspection and that notices are 
posted on docks of these companies advising the public to 
this effect. The Calmar Line, it was said, has its tariffs on 
file in all its offices, on its docks and aboard its ships and notices 
are posted on docks to this effect. 

W. S. McPherson, traffic manager of the Williams Line, testi- 
fied as to methods of solicitation employed by his company at 
interior points and said that on all-water shipments the inland 
water carrier to be used in shipping cargo to seaboard was a 
matter for arrangement by the shipper and that they had no 
understanding with connecting carriers at New York, nor would 
they recommend a particular service in preference to others. 
Bills of lading are issued from their pier in Brooklyn to the 
point of destination, he said. In answer to the examiner he said 
that they make no allowances on eastbound pool car shipments 
but that they assess a segregation charge on shipments con- 
solidated by terminal companies on the West Coast on small 
parcels. 

Questioned by F. M. Chandler, representing the Certainteed 
Products Company and the Hard Surface Floor Covering Traffic 
Managers’ Council, Mr. McPherson said his company feels that 
terminals named in the tariff should be specific. When New 
York is named, for example, he said, the section of the port, such 
as Brooklyn or Jersey City, should be named. Asked how they 
would show Berkeley, Calif., he said he did not think it would 
be shown but the cargo would be lightered at San Francisco or 
Oakland and the transshipment cost would be paid by the ship- 
per. He said he thought the principal reason why the terminal 
rates were made necessary was because of the all-rail com- 
petition. 

Mr. McPherson was questioned by E. J. Karr, traffic man- 
ager of the Calmar Line, as to allowance of free time at Phila- 
delphia. He said they tried to limit it to 5 days but it goes on 
beyond that limit in some cases and that free time is “wide open” 
in Philadelphia for all lines. He later revised this to include 
only the American-Hawaiian and Luckenbach lines, which lease 
their piers from the city, whereas other lines lease from rail- 
roads and operate under railroad free time restrictions. 

G. E. Talmadge, freight traffic manager of the Panama Pacific 
Line, testified as to his company’s practices in regard to trans- 
shipment of cargo at San Francisco. He was questioned by 
Wilbur LaRoe, counsel for the Port of New York Authority, as 
to absorption of transfer charges at Philadelphia as compared to 
the practice at New York. Mr. LaRoe showed that in Philadel- 
phia, absorption of drayage charges from rail terminals to piers 
is allowed, whereas in New York it is not permitted. 

Mr. LaRoe also questioned Oliver P. Caldwell, traffic man- 
ager of the Luckenbach Line, on this subject. Mr. Caldwell 
described a situation in Philadelphia about 1928 when some of 
the lines were absorbing these charges and as a result of com- 
plaints all the lines were permitted to do it. He said he had 
never heard of any line making absorptions of these charges 
at New York. 


Mr. Talmadge was questioned at some length by Mr. Chan- 
dler regarding the use of connecting carriers at San Francisco 
Bay ports other than those specified in the conference tariffs. 
It was brought out that other lines in the trade definitely name 
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at New York 


Here manufacturers are offered every possible service that 
their own factory branch could furnish other than selling 
the merchandise. “Store Door” delivery service provides 
economical, efficient distribution. Carload shipments to 
and from terminal are handled without loading or unload- 
ing charges to the shipper. Double-decked terminal 1300 
feet long by 150 feet wide located within the free lighter- 
age limits affords unequaled facilities for the movement 
of inbound and outbound steamship freight. Storage, 
handling and insurance rates are the very minimum. 


ATLANTIC TIDEWATER TERMINALS 
George W. Green, Vice-Pres. & Gen. Mgr., 17 State Street 





at Buffalo, N. Y. 
Modern fireproof warehouses, located in the very heart of 
the wholesale and retail districts, provide for the hand- 
ling of all classes of merchandise in a most efficient man- 
ner. Capacity of 50 cars a day, all of which are worked 
under cover, insures against damage by the elements. 
Served by all railroads entering the city, Great Lakes 
steamers and New York Barge Canal lines. Special atten- 
tion is given to pool-car distribution. 


Keystone WareHouse CoMPANY 
W. J. Bishop, Gen. Supt., Seneca and Hamburg Streets 


The Traffic World 


Fast Economical! 
for Shippers and Dis 


at Norfolk. Va. 


At this great terminal property there is every modern de- 
vice for the rapid and economical handling of cargoes. 
There are three piers, each 1300 feet long, and four open- 
bulkhead berths. 
square feet of floor space. They are served by depressed 
tracks and concrete drives. The receiving, delivering and 
classification yards have a capacity of 4000 cars. The prop- 
erty is served by Norfolk’s eight trunk-line railroads. 


NorFroik TmewatTer TER MINALS 


R. D. Jones, 
Western Traffic 


Manager, 


1646 Transpor- 
tation Bldg. 


Chicago 
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at Boston 


Nine ocean-going cargo carriers can be berthed and 
worked simultaneously. Direct transfer of cargo—ship to 
rail. 360,000 square feet of covered wharf space. Modern 
concrete and steel buildings contain a half million feet 
of waterside storage space. Located on the line of the 
N. Y., N. H. & H. R. R., with efficient switching to the 
B. & A. and the B. & M. R. R. The strategic location 
makes it the ideal distributing point for merchandise con- 
signed to the various sections of New England, the Middle 
West and Canadian points. Vessel operators, shippers, im- 
porters and exporters can increase the efficiency of their 
operations by utilizing our facilities. 


Boston Timewater TermiInat, Inc. 
L. J. Coughlin, General Manager, 666 Summer Street 
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at Philadelphia 


Fifteen berths for ocean-going cargo carriers. A million 
square feet of waterside storage. Rail service for B. & O., 
P. R. R. and Reading Company to all points. Railroad 
tracks extend the entire length of all piers. Twenty-five- 
acre yard for the storage and distribution of lumber. New 
concrete and steel shed of 3,000,000 board feet capacity for 
the storage of kiln-dried and finished lumber. Every facil- 
ity for loading and unloading railroad cars and motor 
trucks under cover. 


PHILADELPHIA TIpEWATER TERMINAL 
George M. Richardson, General Manager and Treasurer 
10 Chestnut Street 


at Philadelphia 


2,100,000 square feet of excellent storage space in 11 mod- 
ern warehouses conveniently located throughout the city. 
Each property is served by one or more railroads, B. & O., 
P. R. R., Reading Company or Philadelphia Belt Line 
R. R. As the largest operators of warehouses in Phila- 
delphia, we are excellently equipped to furnish every 
kind of service incident to the handling of package freight 
on L. C. L. shipments. Liberal cash advances on stored 
goods. Lowest insurance rates. 


Mercuants’ Warenouse Company 
Malcolm A. Buckey, Asst. Treasurer, 10 Chestnut Street 
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the connecting carriers to be used but that the Panama Pacific 
Line reserves the right to name its carriers. Mr. Talmadge denied 
that the line uses unauthorized barge lines, however, although 
alternative connecting carriers are used on the Columbia River, 
and asserted that they would refuse cargo brought from Oakland 
to San Francisco by carriers other than those named as connect- 
ing carriers in the tariff. He added that he was not sure but 
that such practices might have existed prior to the passage of 
the Intercoastal Act of 1933. 

James A. Farrell, Jr., of the Argonaut Line, testified regard- 
ing interchange of cargo by his line. No carge is interchanged 
on the Atlantic Coast, he said, 

H. W. Warley, vice-president and general manager of the 
Calmar Line, stated that if the conference decided to make no 
allowances or absorptions of any kind his company would follow 
suit. He admitted that in his opinion absorptions are entirely 
due to competitive conditions. 

Mr. Chandler said that in San Francisco Bay the terminal sit 
uation is highly competitive and that the water lines are more or 
less obliged either to serve the outports direct or to absorb the 
transshipment charges in their terminal rates, 


MOD | Dp ») YD DBL" \ a 
WATER CARRIER AGREEMENTS 
Agreements and modifications of agreements, filed pursuant 

to the provisions of section 15 of the shipping act, 1916, as 
amended, have received action by the Department of Commerce, 


as follows: 
Agreements Approved 


3045—Between Dollar Steamship Lines, Inc., Ltd., and Weyer 
haeuser Steamship Company: Provides for the transportation of 
cargo under through bills of lading between U. S. Atlantic ports 
and U. 8S. Pacific ports, with transshipment at San Francisco 

2060—Between the member lines of the Trans-Atlantic Passenger 
Conference and the member lines of the Trans-Pacific Passenger 
Conference: Provides for uniform rates and conditions in respect 
to the booking and transportation of passengers between Japan, 
China, the Straits Settlements, the Philippine Islands, Australia, 
New Zealand, the Fiji Islands, the Society Islands and the Cook 
Islands and Europe, via the United States and Canada, 

3086—Between Societe Anonyme de Navigation Belge-Americaine 
(Red Star Line) and Bull Insular Line, Inc.: Covers transportation 
of general cargo under through bills of lading from Antwerp, Belgium, 
to Puerto Rico, with transshipment at New York, 

8090—Between The American-Hawaiian Steamship Company and 
the Matson Navigation Company, The Oceanic Steamship Company 
and the Los Angeles Steamship Company: Provides for the trans 
portation of general cargo on through bills of lading from Hawaiian 
Islands ports to U. S. Atlantic ports, with transshipment at Los 
Angeles Harbor or San Francisco 

2091—Retween the Williams Steamship Corporation and the Mat- 
son Navigation Company, The Oceanic Steamship Company and the 
Los Angeles Steamship Company Provides for the transportation of 
general cargo on through bills of lading from Hawaiian Islands ports 
to U. S. Atlantic ports, with transshipment at Los Angeles Harbor 
or San Francisco. 

3092—Between the Weyerhaeuser Steamship Company and the 
Matson Navigation company, The Oceanic Steamship Company and 
the Los Angeles Steamship Company Provides for the transporta- 
tion of general cargo on through bills of lading from Hawaiian 
Islands ports to U. §S. Atlantic ports, with transshipment at Los 
Angeles Harbor or San Francisco. 

3094—Between Sudden & Christenson (Arrow Line) and the Mat 
on Navigation Company, The Oceanic Steamship Company and the 
Los Angeles Steamship Company: Provides for the transportation 
of general cargo on through bills of lading from Hawaiian Islands 
ports to U. S. Atlantic ports, with transshipment at Los Angeles 
Harbor or San Francisco. 

3095—Between the Pacific Atlantic Steamship Company (Quaker 
Line) and the Matson Navigation Company, The Oceanic Steamship 
Company and the Los Angeles Steamship Company Provides for 
the transportation of general cargo on through bills of lading from 
Hawaiian Islands ports to U. 8S. Atlantic ports, with transshipment 
at Los Angeles Harbor or San Francisco 

3098—Between Lauckenbach Gulf Steamship Co., Inc., and the 
Matson Navigation Company, The Oceanic Steamship Company and 
the Los Angeles Steamship Company: Provides for the transporta- 
tion of general cargo on through bills of lading from Hawaiian Is- 
lands ports to U. S. Gulf ports, with transshipment at Los Angeles 
Harbor or San Francisco. 

3099—Between Luckenbach Steamship Company, Inc., and the 
Matson Navigation Company, The Oceanic Steamship Company and 
the Los Angeles Steamship Company: Provides for the transporta- 
tion of general cargo on through bills of lading from Hawaiian Islands 
ports to U. S. Atlantic ports, with transshipment at Los Angeles 
Harbor or San Francisco. 

3100-——Between Dollar Steamship Lines, Inc., Ltd., and the Matson 
Navigation Company, The Oceanic Steamship Company and the Los 
Angeles Steamship Company: Provides for the transportation of 
general cargo on through bills of lading from Hawaiian Isand ports 
to U. S. Atlantic ports, with transshipment at Los Angeles Harbor 
or San Francisco. 

310i—Between the Argonaut Steamship Line, Inc., and the Matson 
Navigation Company, The Oceanic Steamship Company and the Los 
Angeles Steamship Conipany: Provides for the transportation of gen- 
eral cargo on through bills of lading from Hawaiian Islands ports 
te U. S. Atlantic ports, with transshipment at Los Angeles Harbor or 
San Francisco 

8102—Between American. Line Steamship Corporation (Panama 
Pacific Line) and the Matson Navigation Company, The Oceanic 


Steamship Company and the Los Angeles Steamship Company: Pro 
vides for the transportation of general cargo on through bills of lad- 
ing from Hawaiian Islands to U. S. Atlantic ports, with transshipment 
at Los Angeles Harbor or San Francisco. 

3114—Between The Harkins Transportation Company and Sudden 
& Christenson 


(Arrow Line): Provides for the transportation of 
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specified commodities on through bills of lading from Astoria and 
Longview to U. 8S. Atlantic ports, with transshipment at Portland. 

3116—Between Dollar Steamship Lines, Inc., Ltd., and Compagnie 
Generale de Navigation a Vapeur (Fabre Line) Provides for the 
transportation of canned goods and dried fruit on through bills of 
lading from San Francisco and Los Angeles Harbor to specified EKuro- 
pean ports, with transshipment at New York. 

3117—Between The Border Line Transportation Company and 
Weyerhaeuser Steamship Company: Provides for the transportation 
of shingles on through bills of lading from specified British Columbian 
ports to U. S. Atlantic ports, with transshipment at Seattle. 

3118—Between Cunard White Star, Limited, Anchor Line (Hender- 
son Bros.), Ltd., and American Line Steamship Corporation: Pro 
vides for the transportation of general cargo on through bills of 
lading from United Kingdom ports to U. 8S. Pacific coast ports, via 
New York. 

3119—Between American Line Steamship Corporation and Cunard 
White Star,,. Limited: Provides for the transportation of general cargo 
on through bills of lading from U. S. Pacific coast ports to United 
Kingdom, with transshipment at New York. 

3121—Between Nelson Steamship Company and McCormick Steam 
ship Company Provides for the transportation of general cargo 
under through bills of lading from VU. 8S. Pacific coast ports to U. S 
Atlantic coast ports, with transshipment at San Francisco 

3123—Between Nelson Steamship Company and the Pacific Steam 
ship Lines, Ltd.: Provides for the movement of general cargo under 
through bills of lading from U. 8S. Atlantic coast loading ports of the 
Nelson Steamship Company to San Diego, California, with transship- 
ment at Los Angeles Harbor. 

3127—Between the Border Line Transportation Company, Puget 
Sound Freight Lines, Puget Sound Navigation Company, Skagit River 
Navigation and Trading Company and Pacific Coast Direct Line, In« 
Provides for the transportation of general cargo under through bills 
of lading between U. S. Puget Sound ports and VU. 8. Pacific coast 
ports, with transshipment at Seattle or Tacoma. 

3129—Between Sudden & Christenson (Arrow Line) and Larkin 
Transportation Company Provides for the transportation of cargo 
under through bills of lading between U. S. Atlantic ports and Sacra 
mento and Stockton, with transshipment at San Francisco 

31386—-Between Cunard White Star, Limited, Anchor Line (Hen- 
derson Bros.), Ltd., and Bull Insular Line, Ine Provides for the 
transportation of general cargo on through bills of lading from 
United Kingdom ports to Puerto Rican ports, with transshipment at 
New York, 

3137—Between Cunard White Star, Limited, Anchor Line (Hender- 
son Bros.), Ltd., and Bermuda & West Indies Steamship Company, 
Ltd Provides for the transportation of general cargo on through 
bills of lading from United Kingdom ports to West Indian ports, 
with transshipment at New York. 

3138—Between Cunard White Star, Limited, Anchor Line (Hendetr 
son Bros.), Ltd., and Bull Insular Line, Ine Provides for the trans- 
portation of general cargo on through bills of lading from Puerto 
Rican ports to United Kingdom ports, with transshipment at New 
York, 


Agreements Modified 


342-1—Between Cunard White Star, Limited, and American- 
Hawaiian Steamship Company Modifies agreement covering the 
transportation of cargo from United Kingdom ports to Pacific coast 
ports, with transshipment at New York. The modification amends 
the agreement by substituting therein the name of the Cunard White 
Star, Limited, for that of the Cunard Steam Ship Company, Limited 

396-5—Between certain members of the Trans-Atlantic Passenger 
Conference and John BE. More Company Modifies agreement pro- 
viding for terminal services at New Yerk in connection with the 
transportation of passengers and their baggage. The modification 
amends the agreement by the substitution of the name of the 
Cunard White Star, Limited, for that of the Cunard Line and the 
White Star Line; and for the addition of a new paragraph relative 
to admissions and withdrawals 

752-1—Between Cunard White Star, Limited, and The New York 
and Puerto Rico Steamship Company Modifies agreement covering 
the transportation of cargo between Liverpool, London, Southampton 
and Gibraltar, and Puerto Rico, with transshipment at New York 
The modification amends the agreement by substituting therein the 
name of the Cunard White Star, Limited, for that of Cunard Steam 
Ship Company, Limited. 

972-2—Between Cunard White Star Limited, Anchor Line (Hen- 
derson Bros.), Ltd., and Luckenbach Steamship Company, Inc.: Modi 
fied agreement covering the transportation of cargo from U. 8S 
Pacific coast ports to United Kingdom ports, with transshipment at 
New York. The modification amends the agreement by substituting 
therein the name of the Cunard White Star, Limited, for that of the 
Cunard Steam Ship Company, Limited, (Cunard Line) 


1400-2—Between Cunard White Star, Limited, and Pacific-Atlantik 
Steamship Company Modifies agreement covering the transporta 
tion of cargo from Pacific coast ports to United Kingdom ports, with 
transshipment at New York, The modification amends the agree 
ment by substituting therein the name of the Cunard White Star, 


Limited, for that of The Cunard Steam Ship Company, Ltd 
1999-1—Between Cunard White Star, Limited, Anchor Line (Henh- 
derson Bros.), Ltd., and Bull Insular Line, Ine Modifies agreement 
covering the transportation of cargo from Halifax to Puerto Rico. 
with transshipment at New York. The modification amends the 
agreement by substituting therein the name of the Cunard White 
Star, Limited, for that of The Cunard Steam Ship Company, Limited. 


2765-1—Between Cunard White Star, Limited, Anchor Line (Hen- 
derson Bros.), Ltd., and Calmar Steamship Corporation: Modities 
agreement covering the transportation of cargo from U. 8S. Pacitic 
coast ports to United Kingdom ports, with transshipment at New 
York. The modification amends the agreement by substituting 
therein the name of the Cunard White Star, Limited, for that of 
The Cunard Steam Ship Company, Ltd. 


Comference Agreement 

223-C-1—Modification of pooling agreement between Hamburg- 
Amerikanische Packetfahrt Actien Gesellschaft, Norddeutscher Lloyd 
and Yankee Line on traffic from Hamburg and Bremen to Portland. 
Boston, and Philadelphia extending the agreement to include traftie 
to Delaware River ports other than Philadelphia and permitting the 
parties to retain as part of the carrying charge the excess of the 
rates to other Delaware River ports over the rates to Philadelphia. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


Activity in some divisions of the full cargo trades has im- 
proved in the last week but on the whole the market continued 
rather dull. Grain fixtures were limited to one from Fort 
Churchill, trans-Atlantic sugar cargoes were scattered and with 
the exception of California business, tanker chartering on this 
side was limited. The time charter trade, however, showed a 
good sized list, including three for the River Plate, and scrap 
iron business was good, 

The grain fixture from Fort Churchill was a vessel of 2,633 
net tons for Antwerp-Rotterdam on the basis of 2s 7%d with 
option for United Kingdom discharge at 2s 9d for August 
loading. 

Trans-Atlantic sugar fixtures included a 1,388 net ton steamer 
from Cuba to United Kingdom-Continent, done on private terms 
for July, and a 2,189-ton motorship, also Cuba to United Kingdom- 
Continent, at 12s 6d for July. 

In addition to a number of trip time charters in the West 
Indies trade, a small steamer was engaged for three months in 
the trade at $3,500 a month with option for three months more 
and option for three additional months direct continuation. An- 
other vessel, 1,292 net, was taken for a period of from two to 
four months for prompt loading at $1.05. Two motorships of 
about 1,900 net tons were chartered for the St. Lawrence-River 
Plate trade at $1.05, prompt loading, and another reported char- 
ter was a vessel of 8,826 net tons or one of 2,870, for one voyage 
in the Plate trade, July loading. Further inquiry for River 
Plate tonnage on time charter was reported. 

Scrap iron charters included three for the Far East, one to 
West Italy and two for United Kingdom with option for 
Gdynia or Stettin discharge. The Far East charters were from 
the Gulf or Atlantic range, steamers of from about 2,300 to 3,000 
tons at rates ranging from 12s 6d to 13s 3d on a f. i. o. basis 
for July and August loading. That for West Italy was done on 
gross form at about $3.80 for July. One of the United Kingdom 
fixtures was a 3,000-ton vessel from North of Hatteras on the 
basis of $2.35 f. i. o. for July loading, and the other an 800-ton 
boat from New York at $3.25, also for July. 

Tanker fixtures from California included a dirty cargo, 
13,000 tons to Japan on the basis of 10s 3d for October loading, 
two motorships of 5,527 and 4,256 net tons for one or two voyages, 
dirty cargoes, from San Pedro to Vancouver at 3s $d for July, 
and a 4,339 net ton motorship from San Pedro to Montevideo, 
three voyages, early August loading. A 13,000-ton motorship was 
taken for three voyages, dirty, from California to Japan at 10s 
3d with option for three additional trips at 11s and option for 
three extra trips at lls 9d, beginning in August. A 3,907 net 
ton vessel was fixed from California to Tocopilla, two voyages, 
beginning in July, 

The longshoremen's strike on the Pacific Coast seriously 
hampered activity in the Pacific Coast charter market, accord- 
ing to a monthly review of the situation, which states that the 
strike has caused owners to divert their vessels into other 
trades. -There was, however, some activity in the tanker trade 
and a few vessels were chartered for British Columbia loading 
with options for Puget Sound or Columbia River. 

No full cargo grain business was done in June in the United 
Kingdom-Continent, Japan or China trades. Berth rates to 
United Kingdom-Continent ranged in the neighborhood of 12s 
9d to 13s 3d, 

In the lumber market no full cargoes were reported in the 
China trade but considerable parcel business was done at very 
low rates from Vancouver to China and Japan because of the 
large number of vessels diverted to that market as a result of 
the strike. One full cargo of lumber was reported fixed from 
British Columbia to Japan at about $5.50 and one fixture from 
Vancouver to Australia was reported as done on private terms 
for June-July loading. In the intercoastal lumber trade consid- 
erable lumber is available for shipment to the Atlantic coast 
and a heavy movement is anticipated with the ending of the 
strike. 

Activity in the time charter market was confined to a few 
vessels taken for Japan on the basis of delivery British Colum- 
bia, redelivery Japan, done on private terms. 

Tanker business included a number of vessels engaged for 
several trips to Japan, one of these, a 13,000-ton ship, being 
taken for nine trips, beginning in August. 

The Merchants’ Association of New York announced that it 
would appear before the Shipping Board Bureau at, the hearing 
in the intercoastal trade investigation in New York July 12, 
prepared to oppose the efforts of the ports of Norfolk and Balti- 
more to upset the practice of port equalization among the inter- 
coastal steamship lines and, to all practical purposes, the coast- 
wise lines. 

The International Mercantile Marine Company has acquired 
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by purchase all of the Dollar interests in the United States Lines 
and associated companies, it is announced by P. A. S. Franklin, 
president of the I. M. M. It now owns the controlling interest 
in both the common and preferred stock of the United States 
Lines Company, Mr. Franklin said, 

Pacific Coast shipping interests will continue to be repre- 
sented in the United States Lines Company by the Dawson and 
Dant interests of Portland, Oregon, he said, and, though it was 
regretted that the Dollar interests had concluded to withdraw, the 
continued relationship and cooperation in other directions was 
appreciated, 

Mr. Franklin said the purchase price of the Dollar interests 
in the United States Lines was $1,000,000, plus assumption by 
the I. M. M. of the next call for $131,000 to be made by the direc 
tors of the United States Lines under the original stock pur. 
chase agreement. 

J. P. DuVinage, secretary of the Atlantic and Gulf-West 
Coast of Central America and Mexico Conference, announces 
that, until the latter part of the year and effective as of June 25 
with the M. V. Santa Monica, Voyage 16, from Cristobal, Canal 
Zone, calls will be made at Acapulco, Mexico, and with the 
M. V. Santa Catalina, Voyage 16, from Cristobal, Canal Zone, as 
of July 9, calls will be made at Ensenada, Mexico, Manzanillo, 
Mexico, rates will apply. 


SHIPPING CODES 

Officials of the National Recovery Administration handling 
shipping codes were not enthusiastic this week over the char- 
acter of responses received to the proposal of Deputy Adminis 
trator Joseph B. Weaver that vessel operators in the foreign 
trade, coastWise and intercoastal trades and tanker trade co- 
operate in the preparation of proposed codes of fair competition 
covering each of the groups. Some replies, it is understood, have 
been received but they do not indicate that group action such 
as desired by the NRA officials is materializing. The move to 
obtain the submission of codes by each of the groups was made 
after President Roosevelt had indicated dissatisfaction with the 
general shipping code on which the NRA and the steamship 
industry had worked for months. Action on the general code is 
not expected before fall and it is regarded as doubtful whether 
it will be revived. In the meantime the NRA shipping section 
may endeavor to bring about adoption of a code for inland 
waterway operations. 

The various branches of the shipping industry are not in- 
cluded in the proposal of the NRA under which virtually all 
industrial groups not yet “coded” are invited to merge with 
existing kindred codes or to operate under a new “basic code,” 
according to an announcement made by the NRA. 

“Several groups of codes are not covered by the option ex 
tended,” it was announced. “A small number having special and 
important economic, labor or legal conditions, will be kept aside 
for individual consideration.” 

Shipping was specifically named as one group not intended 
to be dealt with under the blanket code proposal. 


FOREIGN TRADE ZONES 

The interdepartmental foreign trade zone committee has an- 
nounced that, pending adoption of rules and regulations under 
the foreign trade zone law, the committee set up under the law 
to administer it, is not in a position to pass on applications for 
permission to establish such zones in ports of the United States. 
Work is in progress on the necessary administrative procedure 
that must be adopted. The secretaries of Commerce, War and 
Treasury are the administrative officers named in the law. 


BIDS ON PHILADELPHIA TERMINAL 


Bids have been opened by the Shipping Board Bureau for 
the leasing of the army supply base at Philadelphia, Pa., for a 
period of five years beginning August 3, 1934, according to Act 
ing Director Peacock of the bureau, The following bids were 
received: C. Herbert Bell, acting for and on behalf of a corpora- 
tion to be formed under the name of Philadelphia Tidewater 
Terminals, Inc., Philadelphia, Pa., $151,000 per annum; and John 
A. McCarthy, acting for and on behalf of the proposed Phila 
delphia Piers, Inc., Philadelphia, Pa., $162,500 per annum. 

“Before further action is taken by officials of the Shipping 
Board Bureau, the bids will be analyzed and the financial re- 
sponsibility of the bidders will be considered,” said the bureau. 

“The Philadelphia army supply base, one of the large ter- 
minal properties under the jurisdiction of the Shipping Board 
Bureau, is now being operated by the Merchants Warehouse 
Company under a lease which has been canceled by the Secre- 
tary of Commerce, as of August 2, on the ground that it was 
entered into without due advertising and competitive bidding, and 
with the further object of securing a revaluation of the rental 
value of the property. The old lease provided that the amount 
of rental should be 25 per cent of the gross revenues received 
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from the operation of the piers, whereas the new lease stipu- 
lates that rental shall be at a fixed monthly rate, payable in 
advance.” 

Mr. Peacock announced that prior to the award of a lease 
of the army supply base at Philadelphia, a public hearing would 
be held July 17, at 10 a. m., in the bureau offices in Washington. 


BOSTON ARMY BASE TERMINAL 


The Department of Commerce has approved award of the 
lease to operate the Boston army base terminal to the Piers 
Operating Company of Boston at an annual rental of $65,711. 
The Piers Company was the highest bidder, The lease is to 
run for five years, 


PORT OF LOS ANGELES 


Los Angeles Harbor is congratulating itself on the fact that 
in spite of labor troubles that have closed some of the Pacific 
Coast ports and seriously hampered others, {t has continued to 
handle intercoastal and foreign commerce without interruption 
or delay, with a scattering of coastwise trade, including lumber 
from the northwest and Canadian ports. 

Despite curtailed coastwise trade, total tonnage handled 
through the port for May and June was normal, according to 
figures of the Los Angeles Harbor Department. 

Longshoremen of the Pacific Coast went out on strike May 
9. They were followed by seamen and other allied trades. To 
meet the emergency, Los Angeles shipping interests established 
independent hiring halls, employed new labor to handle cargo, 
and replaced crews leaving vessels, 

As a result of this action, quantities of cargo destined for 
shipment from other ports has been diverted to that harbor for 
dispatch to the Far East, South America, and Europe and com- 
merce and passengers destined to other ports have been un 
loaded there, The result has been an increase in foreign and 
intercoastal tonnage which hag offset the practical suspension 
of coastwise traflic. 


RIVERS AND HARBORS CONGRESS 

Senator Clark, of Missouri, has been appointed chairman of 
the permanent projects committee of the National Rivers and 
Harbors Congress, according to Representative Frank R. Reid, 
of Dlinois, president of the congress. This committee was 
created at the last annual meeting of the organization for the 
purpose of considering waterway projects throughout the coun- 
try. 

“To date,” said the announcement, “nearly one hundred 
projects of different types, located in practically every section of 
the nation, have been placed before the Rivers and Harbors 
Congress, and will be referred to Senator Clark's committee for 
study and report. 

“For many years the policy of the congress prevented it 
from considering individual projects, and its activities were con 
fined to advocating only the general policy of river and harbor 
improvement, It was felt that this policy is now firmly estab 
lished as a permanent and continuing one of the national ad- 
ministration, and the former practice of the congress was changed 
so that it may now endorse and advocate specific projects which 
are meritorious, engineeringly feasible and economically sound. 

“Senator Clark has long been an active exponent of waier- 
way development and is recognized as an outstanding authority 
on the subject. He is a member of the Senate committee on 
commerce which hag jurisdiction over all river, harbor, flood con- 
trol and waterway legislation, and also a member of the commit- 
tees on finance, interoceanic canals, territories and insular af 
fairs, and conservation of wild life resources, 

“During the recess of Congress it is expected that Senator 
Clark and a committee of the National Rivers and Harbors Con 
gress Will visit and inspect personally many of the waterway 
projects which are being advocated as having a proper place in 
a eomprehensive development of the nation’s water resources as 
outlined by President Roosevelt, 


SNAKE RIVER IMPROVEMENT 

Charges made in debate in the House of Representatives 
when the Borah-White law, amending the inland waterways cor- 
poration act so that the government barge line or other river 
carrier may obtain a certificate from the Commission to operate 
on the Columbia and Snake Rivers, was under consideration, 
that passage of the bill would be the forerunner of moves to 
improve the Snake River for navigation purposes were recalled 
July 11 when the War Department announced the allotment of 
$77,000 to make an investigation and survey of the Snake River 
with a view to its further improvement. 


The announcement said, however, that the action taken 
was in response to a resolution of January 29, 1934, of the 


House committee on rivers and harbors of the House, requesting 
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that a review be made of reports on the Snake River, Oregon, 
Washington and Idaho, with a view to determining if further 
improvement was advisable at the present time. 

“A preliminary report under this resolution has been made 
and reviewed by the Board of Engineers for Rivers and Har- 
bors,” said the War Department statement. “The board finds 
that further extensive investigations and a survey should be 
made of Snake River between the mouth and the Oregon-Wash- 
ington state line, on which to formulate detailed plans and 
estimates for improvement, including study of the natural re- 
sources of the area under consideration to determine the prob- 
able increase in river traffic that would result from improvement, 
Furthermore, the studies will require the preparation of esti- 
mates based on open channel improvement and on a combination 
of slack water improvement by means of dams and locks and 
open channel improvement. The cost of the investigation and 
survey is estimated at $77,000.” 


BARGE-RAIL ADJUSTMENTS 


Automatic readjustments of joint barge-rail and rail-barge 
rail rates in relation to all-rail rates are provided for in orders 
issued by the Commission, division 4, in Ex Parte No, 96, 
Through Routes and Joint Rates between Inland Waterways Cor- 
poration and other common carriers; Ex Parte No. 99, Applica- 
tion of the Mississippi Valley Barge Line Co.; and Ex Parte No. 
102, Application of the American Barge Line Co. As the all-rail 
rates go up or go down, the barge-rail rates are to do likewise. 

The establishment of this automatic arrangement, also known 
as “floating differentials,” is accomplished by the removal from 
the second ordering paragraph of the order of May 4, 1933, in 
Ex Parte No. 96 of the words “contemporaneously applicable” 
from the ninth and tenth lines of that paragraph, and the incor 
poration of new language in the fifth ordering paragraph of that 
order, The new language in that fifth paragraph follows: 


That this order shall continue in effect until the further order of 
the Commission, or until the rates, routes, regulations, and praetices 
hereinbefore prescribed are changed by agreement of the interested 
parties; that the differentials in terms of percentages of all-rail rates 
hereinbefore prescribed as reasonable minimum differentials between 
all-rail rates and joint barge-rail or rail-barge-rail rates be main 
tained regardless of the level of said all-rail rates until the further 
order of the Commission; and that differentials of specific amounts 
hereinbefore prescribed for barge-rail or rail-barge-rail rates shall 
be increased or reduced in amounts proportionate to such increases or 
reductions as may be hereafter applied to all-rail rates on which said 
barge-rail or rail-barge-rail rates are based, 


Connecting common carriers by rail and their rail connec- 
tions listed in the appendix to the order of April 8, 1929, issued 
in this case, have been directed to join with the Inland Water- 
ways Corporation in establishing the through routes and joint 
rates prescribed in the order of May 4, 1933, on or before March 
1, 1935. 

The fifth ordering paragraph of the order of March 27, 1933, 
in Ex Parte 96, has been amended to read so that it will be 
effective on or before September 20, 1934. 

cx Parte No. 99 also has been amended so as to make the 
order of March 27, 1933, effective not later than September 20. 

In Ex Parte No. 102 the connecting carriers shown in the 
appendix to the order of March 11, 1932, are directed to join 
with the American Barge Line Co, in establishing the joint rates 
on cotton which were prescribed in the order of December 10, 
1932, on or before September 15, 1934. The order in that case 
dated March 27 is amended so as to require the carriers to estab 
lish the rates therein required not later than September 30, 1934. 

The orders respecting Ex Parte No. 102 have the effect of 
reinstating the order of the Commission made in 190 I. C. C, 7. 
The Commission's order was held in abeyance in that case while 
the litigation respecting the meaning of the Denison act was in 
litigation in United States et al. vs. Illinois Central et al. 


PWA WATERWAY PROJECTS 

Allotment of $18,000,000 for continuing lock, dam and channel 
work on the Upper Mississippi River was announced July 12 by 
Public Works Administrator Harold L. Ickes, 

The allotment was divided into two parts, as follows: For 
continuation of work on locks and dams on the upper river, $17,- 
000,000; for regulating dykes and revetments necessary to better 
Stabilize the channel and reduce future maintenance costs on the 
Mississippi between the Ohio and Illinois Rivers, $1,000,000. 

In connection with the work on the Mississippi, Administrator 
Ickes also announced an allotment of $203,000 for work on the 
Illinois River. The fund will be used for dredging and stabiliza- 
tion work on the nine-foot channel between the Great Lakes and 
the Mississippi River. 

The $18,000,000 Mississippi River allotment was in the nature 
of a “second year” allotment. It will continue the work started 
with a $22,000,000 allotment made last year by the PWA for 
locks and dams on the upper river. Beside this allotment, the 
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PWA last year also authorized $11,500,000 for dredging a nine- 
foot channel between St. Louis and Minneapolis. 

Work under the original $22,000,000 allotment has prog- 
ressed rapidly, the Corps of Engineers of the War Department 
has reported to Administrator Ickes. As of May 31, there were 
7,308 workmen employed in 18 projects, in addition to regular 
Engineering Corps supervisors and engineers, 

“Work on the Mississippi River financed by the PWA will 
be of lasting value in aiding navigation and controlling flood 
waters on the upper river,” said the PWA. “The Mississippi 
River work of the PWA will leave the nation with a heritage of 
long-sought Gams and navigation aids which will go a long way 
toward restoring river traffic to a place of great importance 
in the economic life of the Mississippi Valley.” 

“Pushing ahead with the huge power, navigation and flood 
control dam project'on the Columbia river at Bonneville, Oregon, 
the Public Works Administration,” said the PWA, “announced a 
‘second year’ allotment of $11,000,000 for the project. 

“Work on the Bonneville dam was started with an original 
allotment of $20,000,000 from the PWA last year. Substantial 
progress has been made with the preliminary work, with more 
than $12,000,000 in contracts awarded or force account work 
accomplished. 

“Located about 40 miles above the city of Portland, Oregon, 
the Bonnville dam will bring three principal benefits to the far 
northwest. As a power site, it will serve as a source of cheap 
power for its entire section, As an aid to navigation, it will 
make Columbia river navigation possible up to the Snake river. 
It will also be a major factor in flood and erosion control in the 
area.” 

An additional allotment of $25,000,000 to carry on work on 
the Fort Peck Dam and Reseryoir in eastern Montana also was 
announced by Administrator Ickes. This allotment brings the 
total to $50,000,000 allocated by PWA for the Fort Peck project 
which will conserve water and control the flow of the entire 
length of the Missouri River. 

The allotment was made to the Corps of Engineers, War 
Department, which is supervising construction of the project, 
features of which will be the construction of a huge earthen dam 
and creation of a lake 175 miles long with a capacity of 19, 
000,000 acre-feet, The money allotted will come from the $400,- 
000,000 allotted to PWA by the President under the deficiency 
act passed by Congress last month. 

“The Fort Peck Dam is being built primarily as a storage 
reservoir to provide a sufficient flow in low-water seasons to meet 
the needs of navigation on the Missouri River,” says the PWA. 
“The dam, approximately 11,000 feet long and at its maximum 
height 245 feet, is located in Valley and McCone counties, Mon- 
tana, 1,878 miles from the mouth of the Missouri River. This 
dam alone will provide an adequate flow of water in dry seasons 
for the entire length of the Missouri River and will not require 
additional locks and dams.” 


TEXAS PORTS BARGE-RAIL RATES 

Texas port interests have asked the Commission to elimi- 
nate barge lines, mainly the government line, in part, from the 
competition between them and New Orleans, in the matter of 
export, import and coastwise traffic, 

The moving parties, Galveston Chamber of Commerce, the 
Galveston Cotton Exchange and Board of Trade, the Texas City 
Board of Trade, the Houston Chamber of Commerce, the Houston 
Cotton Exchange and Board of Trade, and the Harris County 
Houston Ship Channel Navigation District, in Ex Parte 96, 
Through Routes and Joint Rates Between Inland Waterways 
Corporation and Other Common Carriers, 153 I. C. C. 129, and 
Ex Parte 99, Application of Mississippi Valley Barge Line Com- 
pany, 167 I. C, C. 41, have asked the Commission to relieve the 
railroads of the requirement to joint the barge line in establish- 
ing and maintaining joint barge-rail rates on export, import 
and/or coastwise traffic moving between New Orleans, on the 
one hand, and points in the states west of the Mississippi and 
Missouri rivers, including Minnesota, the Dakotas, Montana, 
Wyoming, Idaho, Washington and Oregon, on the other, which 
are lower than the corresponding all-rail rates applying between 
the Texas ports and points in the destination territory men- 
tioned, where the short rail distance between points of origin 
or destination and the interchange ports on the Mississippi and 
Missouri rivers, plus constructive distances between New Or- 
leans and Kansas City, St. Louis, East St. Louis, Memphis, 
Helena, Ark., Vicksburg, Baton Rouge and Cairo exceeds the 
short rail distance between the same points of origin or destina- 
tion and Houston, Tex. 

The Texas port interests assert, as they declare the Com- 
mission knows, by reason of Galveston Commercial Association 
et al. vs. G. H. & S. A. et al., 100 I. C. C. 110, and later reports, 
there is active and keen competition between New Orleans and 
the Texas ports in the handling of export, import and coastwise 
traffic, intensified by the port equalization practiced by some of 
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the railroads, particularly by the Texas & Pacific and the Louisi 
ana & Arkansas, at practically all points in Texas, also at points 
in Oklahoma, on many important commodities, and on substan- 
tially all commodities at points in Kansas, Nebraska, Colorado 
and other states west of the Mississippi and Missouri rivers. 

Using green coffee, as an example, the petitioners point out 
that to such important points as Dallas and Oklahoma City, the 
railroads have published the same rates from New Orleans as 
from the Texas ports, in spite, as they say, of the substantial 
difference in the rail service in favor of the Texas ports. The 
short line distance from Houston to Dallas, they point out, is 
242 miles and from New Orleans to Dallas 491 miles, a differ 
ence in favor of Houston to 249 miles. Further they point out 
that the short line distance from Houston to Oklahoma City is 
465 miles and from New Orleans to Oklahoma City, 669 miles, 
a difference of 204 miles in favor of Houston. 

The Texas ports, in an exhibit, show that the government 
barge line has established a rate on green coffee, carloads, from 
New Orleans to Dallas, of 32-cents a hundred pounds, or three 
cents less than the corresponding all-rail rate from Houston 
to Dallas. The routing via the barge tine, they declare, is via 
Vicksburg, Miss., thence rail lines beyond, involving a total barge 
rail service of 522 miles, arrived at by adding 156 (constructive 
distance) for the barge service between New Orleans and Vicks- 
burg, to 336 miles, the short rail distance from Vicksburg to 
Dallas. They add that the rail haul included in the barge-rail 
service is greater than the rail haul from Houston to Dallas. 

The Texans say they have complained to the rail lines about 
joining the government barge line in establishing these differ 
entially lower barge-rail rates. The rail carriers say they have 
been forced by the Commission's decisions to join in such rates 
and that they would gladly withdraw from and decline to par 
ticipate in these lower barge-rail and rail-barge rates to and 
from New Orleans. 

When the Commission considered the applications in Ex 
Parte 96 and 99, the Texans declare, there was no evidence or 
information before it concerning the export, import and coast 
Wise rates and relationship between the ports, They said they 
were convinced that the Commission there was considering the 
domestic rates with no idea that the barge lines would insist 
upon applying the same differential basis on foreign and coast 
wise traffic and thereby establish and apply lower barge-rail 
rates to and from New Orleans than the corresponding all-rail 
rates applying from and to the Texas ports. 

ROOSEVELT AND WATERWAYS 

President Roosevelt, following his landing from the cruiser 
Houston at Portland, Ore., August 3, according to an announce- 
ment made at the White House, July 12, will leave imme- 
diately for an inspection trip of the Booneville Dam and the 
following day will inspect the Coulee Dam. On August 6 he 
will inspect the Fort Peck dam project in Montana, Leaving 
that evening, the President's next stop will be Devil’s Lake, 
N. D., the President and his party to motor in that region for 
the purpose of studying the subsidence of water table. Pro- 
ceeding eastward, the President will take a boat trip on the 
upper Mississippi for the purpose of inspecting the dams and 
upper Mississippi River developments. 


STEAM RAILROAD ACCOUNTING 


The Commission, acting through Commissioner Eastman, 
has issued an order in the matter of modifying the uniform 
system of accounts for steam railroads as contained in the con- 
densed classification of operating expenses of steam roads, issue 
of 1914. The order provides that there shall be added to the 
list of primary accounts for Class II railroads, account 1210, 
“Equalization—Way and Structures,” and to accounts for Class 
III railroads, account 2208, “Equalization—Way and Structures,” 
under general account I, Maintenance of Way and Structures, 
These accounts are to correspond with account 280, “Equaliva- 
tion—Way and Structures” for Class I railroads. It is further 
provided that Class II carriers be authorized to reduce the num 
ber of primary accounts under general account II, Maintenance 
of Equipment, as specified in the order. A _ similar order is 
entered as to Class III carriers. The order is effective on Jan- 
uary 1, 1935. 


TELEPHONE EARNINGS 


In April, according to a summary of the monthly reports 
of large telephone companies made by the Commission's Bureau 
of Statistics, the number of company telephones in service was 
14,634,789 as compared with 14,679,856 in April, 1933, a decrease 
of 0.3 per cent. Their net operating income was $17,415,686 as 
compared with $14,897,245, in April, 1933, an increase of 16.9 
per cent. 

In the four months ended with April the companies had a 
net operating income of $66,551,940 as compared with $56,275,282 
in the corresponding period of 1933, an increase of 18.3 per cent, - 
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Questions and Answers 


N this column will be answered questions of both legal and practica) 

mature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide know!l- 
edge will answer questions open Ae practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the Pind of investigation herein contemplated. If a 
more comprehensive answer to a question is Gesired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Delivery at Non-Agency Stations—Liability of Carrier for Loss 
or Injury to Goods 


Illinois. —Question: In your answer to “Iowa,” on page 1151, 
of the June 16, 1934, Traffic World, under the caption “Delivery 
Shipment Consigned on Straight Bill of Lading—Liability of 
Carrier for Amount of Invoice on Shipment,” regarding shipments 
consigned on straight bills of lading, I do not understand why the 
carriers would not be liable for failure to hold a shipment in 
view of the fact that it was consigned to “B,” and as far as they 
were concerned, “C” did not enter into the transaction. 

In my opinion, it seems to be your idea that when a ship- 
ment is consigned on a straight bill of lading, the carriers may 
use their own discretion as to whom the shipment may be deliv- 
ered to, provided they, of course, are acquainted with the person 
demanding the shipment. 

We have many carloads of freight handled on open ladings 
consigned to ourselves at various points, and we cannot see how 
or why the carriers would deliver this shipment to anyone 
except on instructions from us. 

Answer: The cases cited in the answer to which you refer 
relate to the question of the carrier’s liability, where goods 
move on a straight bill of lading, for the collection of the amount 
of the invoice for the goods, and not to the matter of the liability 
of the carrier for delivery to other than the party named as the 
consignee in the bill of lading, 

As to the carrier’s liability by reason of the fact that the 
goods were taken possession of by C, paragraph (f), of Section 
4, of the Uniform Bill of Lading Contract Terms and Conditions 
provides that: 


Property destined to or taken from a station, wharf, or landing at 
which there is no regularly appointed freight agent shall be entirely 
at risk of owner after unloaded from cars or vessels, or until loaded 
into cars or vessels, and, except in case of carrier’s negligence, when 
received from or delivered to such stations, wharves, or ladings shall 
be at owner's risk until the cars are attached to and after they are 
detached from locomotive or train or until loaded into and after 
unloaded from vessels. 


With respect to the delivery of goods at a non-agency sta- 
tion, the Supreme Court, in its decision in Y. & M. V. R. R. Co. 
vs. Nichols & Co., 256 U. S. 540, 41 S. Ct. 549, said: 


Whether goods destroyed, lost or damaged while at a railroad 
Station were then in the possession of the carrier as such, so as to 
subject it to Hability in the absence of negligence, had, before the 
adoption of the Uniform Bill of Lading, been the subject of such liti- 
gation. At stations where there is a regularly appointed agent the 
field of controversy could be narrowed by letting the execution of a 
bill of lading or receipt evidence delivery to and acceptance by the 
carrier; and by letting delivery of goods to the consignee by evi- 
denced by surrender of the bill or execution of a consignee’s receipt 


But at non-agency stations this course is often not feasible. ... At 
such stations the situation in respect to carload freight is not ma- 
terially different. And this is true whether the car be loaded for 


shipment on the public siding or on a neighboring private siding, and 
whether the arriving loaded car be shunted onto a public siding or a 
private siding. There carload, as well as less than carload, freight, 
whether outgoing or incoming, must ordinarily be left unguarded for 
an appreciable time. It is not unreasonable that shippers at such 
stations should bear the risks naturally attendant upon the use. The 
reason Why an agent is not appointed is that the traffic to and from 
the station would not justify the expense, The station is established 
for the convenience of shippers customarily using it. And the para- 
graph here in question was apparently designed to shift the risk from 
the carrier to shipper or consignee of both classes of freight. It does 
so in the case of less than carload freight by having the carrier's 
liability begin when the goods are put on board cars and end when 
they are taken off. It does so in the case of carload freight by limit 
ing Hability to the time when the car is attached to or detached from 
the train. 


See, also, United States Feed Mills Co. vs. Mo. Pac., 36 
S. W. (2d) 1386; Morrison Tent, etc., Co. vs. Ill, Cent. R. Co., 
175 S. W. 220. 

There being, under the decisions in the above cases, no 
liability on the part of the carrier after delivery of the goods 


The Traffic World 





Vol. LIV, No. 2 





from the train at a non-agency station, neither the fact that the 
goods were consigned to the party who shipped them nor the 
question of who received them, has, in our opinion, any bearing 
on the liability of the carrier. Its liability ceased with the 
delivery of the goods at the station and it had no duty to see that 
the goods were delivered to the proper party. 


Liability of Carrier Where Rate and Route Shown in Bill of 
Lading by Shipper and Rate Shown Does Not Apply on 
Articles Loaded in Car 


Missouri.—Please give us your opinion and cite us Interstate 
Commerce Commission decisions to substantiate your opinion on 
the following: 

A mixed carload shipment was delivered to a carrier for 
transportation. The shipper properly inserted in the bill of lad 
ing at time the shipment was tendered both route and rate. 

It so happened that the rate, which was an emergency rate, 
covered quite a large mixture of articles. However, one article, 
“Floor Oil,” referred to another item in the tariff, which in turn 
restricted the amount of “Floor Oil” that could be loaded in the 
car to not over 33% per cent. The car in question contained 
floor oil in an amount considerably over 33% per cent of the 
load, and as both the shipper and the carrier overlooked this re- 
striction the car went forward and charges were assessed and 
paid on the basis of the rate shown in the bill of lading. 

The carrier discovered the error sometime later and is en- 
deavoring to collect an additional amount of $79.00, basing 
charges on a lower mixed carload rate, with higher minimum. 

It is not a question of rate shown in the bill of lading apply- 
ing over any particular route, as the rate is found in a committee 
tariff applicable via all routes. 

We contend that as both the rate and route were shown in 
the bill of lading, which was receipted for and accepted by the 
carrier who collected charges on that basis, this constituted a 
contract of carriage or an agreement to handle on that basis, 
and that the shipper is not liable for any additional charges. 

We feel that a court of law will substantiate our contentions 
and we desire to know if there are any decisions of the Commis- 
sion in a case identical with this, 

Answer: Unless via a route other than that shown by the 
shipper in the bill of lading, the rate shown in the bill of lading 
is applicable on a shipment consisting of articles in the amounts 
loaded in the car in question, the carrier may, in our opinion, 
recover as an undercharge, the difference between the charges 
collected and the charges lawfully applicable, 

The Commission has held that where a conflict exists be- 
tween the rate and route shown in the bill of lading, in that the 
rate is not applicable via the route shown, it is the duty of the 
carrier’s agent to call this to the shipper’s attention and ascer 
ain whether he desires the shipment to move via the route shown 
in the bill of lading or via the route over which the rate shown 
in the bill of lading applies, failing to do which, the carrier is 
liable for misrouting the shipment if it sends it via the higher 
rated route. 

However, so far as We are aware, neither the courts nor the 
Commission has held that the fact that a route and a rate which 
is not applicable on the articles loaded in a car constitutes a 
conflict which imposes on the carrier’s agent the duty to inform 
the shipper of this fact. 

The applicable freight charges, regardless of the rate shown 
in the bill of lading, must, under the law, be assessed by a 
carrier, the shipper being charged with notice of, and the car- 
rier with the duty of collecting, the legally published tariff rate. 


Delivery—Duty and Liability of Carrier Under Straight and Order 
Bills of Lading 


Massachusetts: Question: On page 1151 of the Traflic World 
of June 16, 1934, under the above caption, you reply to South 
Carolina in reference to the duty and liability of a carrier under 
straight and order bills of lading. Your answer has been noted 
with interest and is agreed to without question, but under South 
Carolina’s paragraph 5, to which you refer in your answer, would 
you feel justified in elaborating to some extent on the following 
basis: 

If an order bill of lading is endorsed in blank, delivery may 
be made to the holder, but if endorsed to a definite party, the 
carrier can deliver only to such endorsed party. If an open Dill 
of lading is used, the shipper may consign flat to himself and 
endorse the name of the party to whom he desires the shipment 
delivered on the back of the document and the carrier is thus put 
on notice and under obligation to deliver to that party only, In 
either case, the bill of lading might be sent direct to the con- 
signee or notify party in full assurance that the carrier would 
protect such instructions or act otherwise at its peril. 

Answer: Our answer, to which you refer, deals only with the 
use of the order bill of lading in its usual form, that is, one 
showing the- name of the shipper as the party to whose order 
the goods are shipped, as compared with the shipment of goods 
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on an open or straight bill of lading. The statements in our 
answer coincide with your statement as to a straight bill of 
lading. 

Ordinarily, we believe, there is greater safety, in so far as 
mis-delivery is concerned, in the use of an open bill of lading 
than in the use of a negotiable order bill of lading, but an excep- 
tion to this is the use of the order bill of lading in the form you 
suggest, which is in conformity with the provisions of subdivi- 
sion (c) of Section 9, of the Bills of Lading Act, liability for 
delivery to other than the party to whom the bill is endorsed 
being provided for in Section 10, which states that where a car 
rier delivers goods to one who is not lawfully entitled to the 
possession of them, the carrier will be liable to any one having 
the righty of property or possession of the goods if he delivered 
the goods otherwise than as authorized by subdivisions (b) and 
(c), of Section 9. 


Freight Charges—Liability For—No Recourse Clause 


Ohio.—Question: If we ship a carload of freight, either 
straight or shippers order, to a consignee, sign that space on 
the face of the bill of lading pertaining to Section 7, and the 
railroad delivers the freight upon surrender of the bill of lading 
but fails to collect the freight charges before consignee is bank- 
rupt, is the consignor or the consignee liable for the freight 
charges? 

As we interpret Section 7, we, as consignors or shippers, 
would not be liable if the railroad takes it upon themselves to 
deliver the freight, whether shippers’ order or otherwise, to the 
consignee without full payment of all transportation charges 
due. 


Answer: Where the consignor signs the stipulation provided 
for in Section 7 of the Uniform Bill of Lading Contract Terms 
and Conditions, the consignor, under the provisions of Section 
7 of the bill of lading, in the event the carrier makes delivery 
of the shipment without requiring the payment of freight charges 
by the party to whom the shipment is delivered, is not liable 
therefor. 


While in its decision in L. & N. R. R. Co. vs, Central Iron & 
Coal Company, 265 U. S. 59, 44 S. Ct. 441, the Supreme Court did 
not specifically determine the validity of the no recourse provi- 
sion of the uniform bill of lading, it called attention to the pro- 
vision in its discussion of the liability of the several parties 
to a bill of lading contract of carriage. 

In our opinion the statements of the Supreme Court in the 
Central Iron & Coal Company case support the validity of the 
no recourse clause provision, rather than otherwise. The fol- 
lowing statement is made therein: 


But delivery of goods to a carrier for shipment does not, under the 
Interstate Commerce Act, impose upon a shipper an absolute obliga- 
tion to pay freight charges. The tariff did not provide when or by 
whom the payment should be made. As to these matters carrier and 
shipper were left free to contract, subject to the rule which pro- 
hibits discrimination. The carrier was at liberty to require prepay- 
ment of freight charges; or to permit that payment to be deferred 
until the goods reached the end of the transportation. Wadleigh 
Southern Ry. Co. vs. Georgia, 235 U. S. 651, 656. Where payment is 
so deferred, the carrier may require that it be made before delivery 
of the goods; or concurrently with the delivery; or may permit it to 
be made later. Where the payment is deferred, the contract may pro- 
vide that the shipper agrees absolutely to pay the charges; or it may 
provide merely that he shall pay if the consignee does not pay the 
charges demanded upon delivery of the goods. Or the carrier mays 
accept the goods for shipment solely on account of the consignee; 
and, knowing that the shipper is acting merely as agent for the con- 
signee, may contract that only the latter shall be liable for the 
freight charges. Or both the shipper and the consignee may be made 
liable. 


It has been held, however, that where the consignor owns the 
goods shipped, and is also the consignee, the fact that the 
“notify party” named in the bill of lading may be liable for the 
freight if he takes possession of the shipment does not alter 
the consignor’s primary obligation therefore, notwithstanding 
that the shipment moved on a bill of lading forbidding recourse 
on the consignor for freight. New York Central R. Co. vs. 
Union Oil Co. of Pennsylvania, 53 Fed. (2d) 1056. In this case 
the decision in the Central Iron & Coal Company case, above 
quoted from, is cited, but in our opinion the decision in the 
Central Iron & Coal Company case does not support the decision 
in the Union Oil Company case, but that rather the reverse is 
true. 

Damages—Measure of—Deduction of Freight Charges 


Wisconsin.—Question: We received a carload of wheat which, 
due to a leaky roof, was damaged while in transit and rendered 
unfit for milling purposes, After the delivering road had in- 
spected same we asked for bids from other parties, who might 
be interested in the grain. The best bid, obtainable was 60 cents 
per bushel, which would have necessitated an additional switch- 
ing charge for delivery. VW/e unloaded the car and bought, the 
following day, another car of like quality, for which we paid 
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95 cents per bushel delivered. We filed claim for the difference 
between 60 cents and 95 cents per bushel. 

The railroad claim agent has declined payment, contending 
that freight charges of 16 cents per bushel, from point of origin, 
should be deducted from the amount of the claim. The replace- 
ment car by which we attempt to show the market value of the 
grain was purchased from the same point as the damaged car 
and in both instances the full freight charges were paid to the 
carrier. 

Please give us your opinion as to whether the carrier is 
within its rights in demanding that we amend our claim to the 
extent of deducting transportation charges. 

Answer: In determining the value of point of destination, the 
unpaid freight should be deducted, for, while the shipper is not 
bound to pay freight where the carrier fails to perform his obliga- 
tion to deliver in good condition, yet he should not have the 
advantage of the increased value of the goods due to their trans- 
portation; that is, the shipper is entitled to the net value at the 
place of destination. Marquette, etc., R. Co. vs. Langton, 32 
Mich, 251; Mobile, etc., R. Co. vs. Jurey, 111 U. S. 584, 4 S. Ct. 
566; R. Co. vs. Olivit, 234 U. S. 574, 38 S. Ct. 468; Waters vs. 
Becker (Wis.), 186 N. W. 167; Coal Co. vs. R. Co., 192 N. W. 920. 

Where, however, the freight charges have been paid the 
carrier is not justified in deducting the amount thereof from the 
market value at destination, this amount having, in effect, been 
deducted from the destination value when the charges on the 
shipment were paid at time of delivery thereof to the carrier. 


Tariff Interpretation—Commodity Versus Class Rate 

Canada.—Question: We are receiving freight on which there 
is a commodity rate of 96 cents per 100 pounds, carload minimum 
weight 20,000 pounds. The class rate, published in a separate 
tariff, is 86% cents, carload minimum weight 24,000 pounds. 
The alternative use of class and commodity rates is not pro- 
vided for in the commodity tariff. 

Could we obtain the benefit of the lower class rate if 24,000 
pounds were loaded in the car? 

Answer: In paragraph (a) of Rule 7, of the Interstate Com 
merce Commission Tariff Circular No. 20, it is stated: 


’ 


Where a commodity rate, either distance or mileage, or specific, 
is named in a tariff from origin to destination such commodity rate, 
except as otherwise provided in sections (b) and (c) of this rule and 
in Rule 27, is the applicable rate and the only rate that may be used 
via the route or routes over which the commodity rate applies, even 
though a class rate (except as provided in Rule 27), or some com- 
bination of rates may be made lower 

See, also, in this connection, the Commission's opinions in 
Rudy-Patrick Seed Co. vs. St. L.-S. F. Ry. Co., 60 I. C, C. 411 
(412); T. McCleland Hardware Co. vs. Illinois Central R. R., 89 
I. C. C. 129. The instant case constitutes, in our opinion, no 
exception to the rule, 


Damages—Freight Charges as Element of Damages on Goods 
Returned to Shipper 


Ohio.—Question: The question has arisen as to whether, in 
the event an express shipment or a freight shipment reaches 
destination and the consignee refuses same because of being 
damaged, in filing claim after the materials have been returned 
to us, we could not only file claim in the amount of damage 
done to material, that is, to put it in salable condition, but add 
the charges both ways in the claim, 

It would seem that inasmuch as the transportation company 
is at fault in not delivering materials to a consignee in first- 
class condition they certainly ought to be held liable for the 
charges, inasmuch as the sale was lost. 

Answer: As a general rule it is the duty of the consignee 
to receive goods consigned to him. This rule is subject to the 
qualification that where the character of the property is, by the 
negligence of the carrier, so changed that it cannot be applied 
to the ordinary use of such goods, the consignee is within his 
rights in refusing to accept. Practically all of the decisions of 
the courts which state the rule that the consignee must accept a 
shipment even though damaged in transit through the carrier's 
negligence, deal with a situation which results from the refusal 
of the entire shipment by the consignee, even though only a por- 
tion thereof is damaged, the courts invariably holding that under 
such circumstances it is the duty of the consignee to accept the 
entire shipment and hold the carrier responsible for the injury, 
and that he cannot recover the value of the entire shipment 
from the carrier. 

In Brand vs. Weir, 57 N. Y. S. 731, the court said: 


In the event of a partial damage, the better rule seems to be that, 
where the goods were injured through a cause for which the carrier 
is responsible, the consignee is not justified in refusing to receive 
them, but should accept them, and hold the carrier responsible for 
the injury, it being the policy of the law to impose on the consignee 
the obligation to mitigate, as far as possible, the loss for which the 
carrier must respond. Hutchinson on Carriers, Section 770 D. 


No duty, however, rests upon the consignee to repair goods 
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and place them with their regular stock, the carrier being liable 
where goods are damaged, for the difference between the value 
of the goods in their damaged condition and their value in good 
condition, at the time of arrival. 

Whether or not a consignee, under a contract of sale has 
the right to refuse goods, because of damage in transit, depends 
upon the terms of the sales contract. If, under the terms of the 
contract of sale, the consignee may refuse the goods, the shipper 
and owner thereof should arrange with the carrier for their dis- 
posal and if, under such arrangements, they are returned to 
point of origin, the amount of the freight charges may be con 
sidered in arriving at the measure of damages. 

See, in this connection, Larkin Co, vs. E. & W. Transporta- 
tion Co., 34 I. C, C. 106, and I. & S. Docket 914, Lost and Dam 
aged Replacement, 43 I. C. C. 257. 


Demurrage—Duty of Carrier as to Furnishing Adequate Switching 
Service 


Massachusetts.—Question: Please be referred to your an- 
swer to “Wisconsin,” on pages 1206 and 1208 of the June 23rd 
Traffic World, concerning demurrage and the frequency of switch 
ing service to a private track. 

Should not the words “do not,” in the sentence, “We do 
not believe it is the duty of a carrier to tender a car for 
delivery but once,” be eliminated? 

Answer: The portion of the last paragraph of the answer to 
which you refer should read: 


It would seem, however, to be a reasonable view to take that a 
carrier cannot be required to make more than one switch per day 
and that if it tenders all cars on hand but only a portion thereof 
can be accommodated by the consignee'’s side track at the time of 
tender it has performed its full duty. In other words, we believe 
it is the duty of a carrier to tender a car for delivery but once, and 
that such cars as the consignee’s track will not accommodate at the 
time they are tendered by the carrier in its daily switch may be 
placed under constructive placement, to be actually placed when the 
consignee’s tracks will accommodate the cars 


F. Where Used in Contract of Sale 


New York.—Question: Recently we imported a large ship- 
ment of machinery in which there was involved heavy lift charges 
by the incoming steamer line. In our contract covering the 
purchase of this material there appears the following clause: 


Sales—Meaning of C. I. 


The above price is quoted C, I. F, United States Atlantic Sea 
port, |. e., insurance, freight to arriving sea vessel and packing in 
cluded; customs duty and entry are handled by us and are also in 
cluded in our price; no other expenses are included 


Under this term of purchase or sale, will you kindly let us 
know if we are responsible and are to pay the heavy lift charges 
to the arriving sea vessel? 

Answer: ©. I. F. is an abbreviation of the words “Costs, 
insurance freight,” used in connection with commercial quota 
tions and contracts to signify the inclusion in the price of the 
goods of all charges to the port of destination, Mee vs. McNider, 
109 N. Y. S. 500, 502, 17 N. EB. 424. 

A “C. Il. F. Contract” of sale is a well-known form of ship 
ping contract, and is a contract for the sale of goods to be per 
formed by the delivery of certain stipulated documents, and 
under which the purchaser pays a fixed price, for which the seller 
furnishes the goods and pays the freight and insurance to the 
point of delivery, and all risks while the goods are in transit 
are for the account of the buyer. 

While this term has been construed in a number of cases, 
including Kroller vs. Delaware River Steel Co., 43 Fed. (2d) 476; 
Johnson & Higgins vs. Chas. F. Garrigues Co., 22 Fed. (2d) 454; 
American Sugar Refining Co. vs. Page & Shaw, Inc., 16 Fed. (2d) 
662; Cundill vs. A. W. Millhauser Corp., 178 N. E. 680; Smith Co. 
vs. Moscahlades, 183 N. Y. S, 500; Seaver vs. Lindsay Light 
Co., 185 N. E. 329, none of the cases, with the exception of the 
first two cases cited, deal specifically with the question of 
whether the seller must assume the cost of unloading goods 
under the sales term. 

Apparently in the absence of some provision in the contract 
under which the cost of unloading is assumed by the seller, this 
expense must be borne by the buyer, 


A resolution opposing government ownership of the rail- 
roads and committing it to “an aggressive campaign in support 
of private ownership of railroads in the United States” was 
unanimously adopted at the twelfth annual meeting of the Cen- 
tral Western Shippers’ Advisory Board, at Troutdale-in-the- 
Pines, Colo., June 30. The resolution is similar in content to 
that adopted at the Birmingham meeting of the Associated 
Traffic Clubs of America. It follows: 


‘ 

WHEREAS, Government ownership and operation of the 

railroads is now being much discussed as the ultimate solution of the 
so-called “railroad problem"; and 
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WHERAS, We believe that such a solution would be most unwise 
and not in the public interest; 

BE IT RESOLVED, By the Central Western Shippers’ Advisory 
Board, in convention assembled at Troutdale-in-the-Pines, Colorado, 
June 30th, 1934; 

(a) That the principle of private ownership and operation of rail- 
roads should be maintained; 

(b) That, to this end, the Congress of the United States, in mak- 
ing the laws, and the governmental authorities, in administering them, 
should consider transportation and all its agencies as a whole, so 
that there may be no undue or unfair burden on any form of trans- 
port; 

(c) That the shipping public, realizing its advantages in private 
ownership as compared to federal control of the railroads, should fully 
co-operate with the railroads in promoting efficiency; 

(d) That the government should conform to the principle of pri 
vate ownership, not only by the wise enactment and administration 
of laws consistent with that principle, but by continuing the existing 
policy of affording financial aid, under proper conditions to such roads 
as give evidence of stability, and bringing about the reorganization 
of such roads as require it, 

BE IT FURTHER RESOLVED, That the Central Western Ship- 
pers’ Advisory Board wage an aggressive campaign in support of 
private ownership of railroads in the United States, and that copies 
of this resolution be sent to the President of the United States, the 
Federal Co-Ordinator of Transportation, Honorable Joseph B, Bast- 
man, members of the United States Senate committee on interstate 
commerce, members of the House committee on interstate and for- 
eign commerce, members of the Interstate Commerce Commission, and 
all other members of the Congress of the United States and all sta:e 
commissions from this board area, 


FREIGHT RATE ADVANCE 


The Trafic World Washington Bureau 


Not even an intimation had come to either the Commission 
or Coordinator Eastman, up to July 13, of the alleged intention 
of the railroads to ask for a ten per cent or any other increase 
in freight rates on account of burdens placed on them by the 
restoration of wages and enactment of the railroad pension law, 
as reported in New York. Chairman Lee, of the Commission, 
and Coordinator Eastman said they had neither seen nor heard 
anything other than the newspaper reports. 

The committee of the Association of Railway Executives 
considered, at a meeting at Atlantic City this week, the validity 
of the railroad pension law. Some railroad lawyers believe that 
the law is unconstitutional and the question as to attacking the 
law in the courts was discussed. It was understood that, after 
a meeting of the Association of Railway Executives, July 13, a 
statement might be made with respect to the law. 


CRAVEN JOINS EASTMAN STAFF 


Leslie Craven, who has heretofore done certain special legal 
work for the coordinator, has now been employed on a full- 
time basis with the title of counsel, according to a statement 
made by Coordinator Eastman. Mr. Craven has resigned from 
the faculty of the law school of Duke University to make this 
possible. For the present, he will be engaged principally, on 
legal research having to do with the financial reorganization and 
consolidation of railroad companies and further legislation which 
may be needed in this connection, including possible revision 
of the bankruptcy act. 


EASTMAN DOES SOME MOVING 


Coordinator Eastman and his entire coordinating staff com 
pleted their moving to the new Interstate Commerce Commis 
sion building on July 9. Some parts of his staff moved in the 
early part of June. Headquarters and the rest of the staff com- 
pleted the flight from the old building on the day mentioned, 

Commissioner Eastman and all members of his Commission 
staff, except Examiner Hosmer, also moved on July 9. When 
Hosmer will move was not known on that date. 

Other parts of the Commission are expected to move about a 
month hence. The moving of the Commission has been a thing 
of uncertainty for months past. Completion of the Interstate 
Commerce Commission structure has been delayed, from time to 
time, by strikes, conferences and parleys about working condi- 
tions and jurisdictional disputes among organized labor groups, 
in the last four or five months. 


LABOR BOARD APPOINTMENTS 

President Roosevelt was expected this week to appoint in 
the near future the three members of the new National Board 
of Mediation, the successor to the present Board of Mediation, 
and the three members of the Railroad Retirement Board which 
will administer the pension law. It was believed that recom- 
mendations as to appointments to these boards had gone for- 
ward to the President so that he might act on them on board 
the cruiser Houston. 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 


July 14, 1934 
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Selling Railroad Transportation 


Sixth and Last of a Series of Articles by Charles E. Parks 


ROM a sales point of view, one of the most important 

actions a freight solicitor can take to obtain the good will 

of shippers is to advise them concerning current happen- 
ings that affect their interests, particularly rate changes and 
other current traffic developments. To be able to impart this 
information, the railroad salesman must keep informed. 

For example, take the matter of rate reductions. Naturally, 
shippers are much concerned with freight rates and charges and 
any advice relative to new rates, changes in classification, and 
reductions in rates is welcomed, 

Suppose the lines operating into Chicago reduced their rates 
on cream forty per cent in mid-western states, This would 
be of vital interest to farmers whose daily shipments to the 
creameries represent their principal source of ready money. 
And this rate reduction would constitute an extremely effective 
selling point and result in more business to the rail carriers, 
particularly if the trucks were gradually taking over the cream 
hauls. 

The same thing applies to an involuntary rate reduction. A 
railroad may protest a proposed rate reduction on certain com- 
modities but, if the reduction is ordered, there is no reason 
why the railroad freight solicitor should not profit from a sales 
point of view. It can be capitalized by notifying prospects of the 
reduction and of the saving in freight charges that will accrue as 
a result. In other words, the lower rate can be used as a selling 
point to get more traffic. If the railroad stands to lose because 
of the lower rate, perhaps the difference can be made up from 
an increased traffic volume, and it is the salesman’s job to cash 
in on the situation. This is the selling viewpoint. 


Similar action can be taken in connection with other freight 
service charges. For instance, if the railroads extend the free 
time in which L. C. L. shipments may be picked up by the con 
signees without a storage charge, shippers would appreciate 
knowing about it as soon as possible, If changes are made in 
the demurrage, diversion, or other special rules, prospects inter 
ested in these changes should be notified. If the railroads propa- 
gated a new rule, for example, that a certain amount of dunnage 
used in blocking and confining carload shipments in box cars 
would be carried free, the information should be passed along to 
carload shippers interested, 


Of course, some traffic officers will raise objections. They 
will say that shippers have their own traffic men who are sup- 
posed to keep informed of these changes, or that their solicitors 
have not the time to go into these details. The answer to the 
first objection is that the majority of shippers do not have traffic 
experts, and, even if they do, many of them look to the railroads 
to keep them informed as to such developments; and, regardless 
of how well informed an industrial traffic man is on current 
traffic developments affecting his own interests, he would appre- 
ciate advance information on matters. It would at least indicate 
to him that the railroad solicitors he is dealing with are “on 
their toes.” 


As to railroad freight solicitors not having time to go into 
such details, the answer is that, if the railroads expect to retain 
and regain business, they must take the time. Their competi- 
tors will spend hours and days analyzing the traffic requirements 
of even one prospect whose business, while it may appear small 
to a railroad, represents a large profit to a trucking concern, and 
the latter will not let slip any sales efforts to obtain that busi- 
ness, In the face of this kind of competition, a railroad solicitor 
cannot afford simply to make a social call when soliciting freight. 
His purpose must be more than calling on as many shippers as 
possible and letting them know that the railroad he represents 
still operates and that it would appreciate a share of his traffic. 


Commissions’ Dockets 


Another type of information welcomed by shippers per- 
tains to new tariffs filed with the various commissions, dockets 
of the commissions and the various committees, and similar 
matters. The following gives a general idea of how information 
of this nature can be utilized: 


1. Shippers naturally want, well in advance of effective dates, 
copies of tariffs that affect their rates. The solicitor should be able 
to advise them where and how to get the information relative to new 
tariffs, supplements, and classifications filed with the Interstate Com- 
merce Commission, state commissions, and the Shipping Board Bureau. 

2. To enable prospects to be informed as far in advance as pos- 
sible of the many changes in rates that otherwise they might not 
know until after the new rates were published, the solicitor should be 
able to advise them how to obtain the notices of proposals received 
from shippers and carriers tc establish or change commodity rates. 

3. The solicitor should Know how shippers can get disposition 





notices of committees so they can be informed of the decision reached 
on each proposal in which they may be interested, 

4. Carriers have greatly increased the number of rate changes 
made on less than 30 days’ notice. Before making them effective, 
the railroads must file short notice applications with the Commission. 
Interested shippers should be informed of such applications, together 


with the “permissions’’—that is, short notice changes that are al- 
lowed. 

5. Shippers often are interested in obtaining copies of certain de- 
cisions or reports of certain hearings or proceedings. The solicitor 


should be able to tell them where and how to get them, and, if nec- 
essary, get copies for them 

6. Other rate matters that shippers might be interested in are 
dockets of the commissions and of the Consolidated Classification 
Committee and other rate bodies; suspended tariffs, tariffs returned by 
the Commission and Shipping Board Bureau; tariffs rejected; fourth 
section applications and orders; investigation and suspension orders; 
adoption notices, and similar information pertaining to express tariffs 


In fact, all the orders, notices, applications and permissions 
made to or by the Interstate Commerce Commission and other 
rate-making bodies should be noted for two reasons: 


First, for selling points that might be utilized in the solicitor’s 
sales talk 

Second, to enable the solicitor to give his prospects real service 
by supplying them with information pertaining to their transportation 
interests and problems 


An illustration of the effectiveness of this type of informa 
tion in soliciting freight was forcefully brought to the writer's 
attention in the course of this survey. Calling on the industrial! 
traffic manager of a large industry in Chicago, he was told to 
wait, as the traffic manager was busy. Finally he came out 
accompanied by a young man whom he escorted to the door of 
the reception room and bade a cordial good-bye. The traffic man- 
ager described his visitor in this way: 


That's young . of the Railroad. He is one of the 
solicitors calling on me to whom I like to talk. He came over to dis 
cuss a change in the classification in which we are very much inter 
ested He is always bringing me some advance information of this 
nature, usually in advance of our own sources of information. Natur- 
ally, I like to see him 


This solicitor, by keeping informed on such matters, has 
solved his sales problem of obtaining an interview with and 
gaining the attention of his prospect, 


Other Current Information 


It would be impossible to list all matters of current interest 
of a traffic nature that could be used in selling railroad service 
or about which the railroad salesman should be informed, but 
the following will give some idea of what additional facts to 
acquire: 


1. The Interstate Commerce Commission often issues orders rela- 
tive to some phase of railroad service that tends to change the ship 
ping practices of certain industries, or of certain individual compa- 
nies or their competitors. Such companies naturally would appreciate 
information on such matters 

2. Shippers are also interested in embargo notices and modifica- 
tion or cancellation of such notices, It is an excellent policy to keep 
them informed, if their shipments are affected 

8. Small shippers will want information as to how to make out 
claim papers; what documents are required; to whom they should be 
sent; how long it will take to make adjustments, ete. It is good sales 
manship to be able to impart this information. 


Also the freight solicitor will be called on to answer ques- 
tions like these: 


1. We are allowed by the code of our industry to work only five 
days a week. As a result, we cannot begin to unload cars during the 
week-end as before, OQur demurrage bills are running pretty high as 
a result. What can we do to remedy this situation? 

2. We don’t seem to be able to get the right kind of a container 
for shipping purposes and our shipments are being damaged Where 
can we get some advice and assistance to devise a strong container? 


Suppose in answer to the last question, the solicitor were 
able to give the following information: 


I'm glad you brought that up. It happens that right now I can 
be of considerable help to you. The A. R. A. has an engineer in charge 
of its frelght container exhibit down at the traffic club right now 
showing about everything there is to see about the construction of a 
container. I'll be glad to take you down there and introduce you to 
him. Also the Forest Products Laboratory at Madison, Wis., will be 
glad to send you any information you may need on this subject and 
cooperate with you in designing and testing your containers. 


There is no question but that this type of information would 
be of vast help in making a friendly customer. 

The responsibility of keeping its solicitors informed about 
these current developments rests with the railroad company. 
While an alert solicitor could obtain the necessary facts by sub- 
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scribing for a traffic service that would give it to him, this would, 
perhaps, be a good deal to expect. Commercial concerns have 
found means of keeping their salesmen informed as to current 
happenings that affect the interests of their customers and the 
same methods should be applied to the sale of railroad service. 


Industrial Opportunities and Natural Resources 


Railroads specialize in the dissemination of information rela- 
tive to the industrial opportunities and natural resources of the 
territory they serve. This information is usually collected and 
distributed by the industrial, colonization, agricultural, or land 
departments of the carrier. These are branches of the traffic 
department. Railroads also advertise and encourage the public 
to seek information of this nature from any of their traffic 
offices, the purpose of the activity being to build up or develop 
traffic in certain territories. 

Traffic solicitors are often called on to furnish or obtain 
information of this nature, and often they have opportunities to 
use it in their contacts with their customers and prospects. 
For instance, a solicitor will often run across a shipper who 
wants information concerning the sources of certain raw material 
in a certain territory served by his company—lumber, for exam- 
ple. He will want to know the percentage of virgin timber re- 
maining in the territory; its condition; how many mills operat- 
ing; their capacity; how long they will continue to operate; what 
kind of lumber is produced; what stocks are available, etc. 
Similar facts may be required concerning ores, stone, coal, and 
other things. 

Of course, the traffic solicitor is not expected to give detailed 
information offhand concerning these items, but he must know 
where to get it. When such inquiries are received, it is not 
good salesmanship to say: “You write, Mr. Smith, our industrial 
agent, and he will send you all the information you want.” 

It is good salesmanship to display a keen interest in his 
prospect’s needs, to obtain all the information possible concern- 
ing his inquirer’s plans, and to transmit such information to his 
office, advising his prospect of his action something like this: 
“I'll take this matter up immediately and see that you get the 
information as soon as possible.” 

Very often the traffic solicitor is able to capitalize on such 
information immediately, as the transmitting of it may result 
in immediate traffic, especially if the shipper is in need of 
the commodities inquired about. He can save his prospect's 
time and certainly create a favorable impression as a well 
informed representative of a modern railroad system, 


How This Information May. be Acquired 

The question naturally arises, how will the traffic solicitor 
acquire all this information listed in this series of articles? 
There are numerous means available. 

First, there is his own experience and his contacts. No one 
can remain in railroad service for any length of time without 
absorbing, even unintentionally, a vast amount of information 
concerning that service. 

Second, there is the more formal attempt to acquire the 
facts by looking them up—by study of the available sources of 
information. 

By utilizing both these means the average traffic solicitor 
could, in a surprisingly short time, qualify as an expert on almost 
any phase of railroad transportation service. 

For example, by constantly hearing shipping terms mentioned 
and references made to shipping documents, he will, in the 
course of time, become more or less familiar with them, But 
he will acquire this information far more quickly and more 
accurately if he spends an hour or two reading through a glos- 
sary of traffic terms. 

In the same manner he may familiarize himself with the 
railroad shipping services of direct interest to shippers, such 
as passing reports, pick-up and delivery service, operation of 
service bureau, etc. He may acquire the facts haphazardly or 
eventually in the course of his contacts, but he could do so 
far more quickly and accurately by reading or studying the 
circulars issued by his own road describing these services, by 
reading the occasional articles in his employes’ magazine in 
which these services are described in some detail, or by making 
direct inquiries among his fellow-employes as to the exact 
nature of the services. 

A knowledge of railroad operating practices and shipping 
facilities can be acquired best by occasional visits to the freight 
house, docks, and terminal facilities for handling freight. This 
information can also be acquired by questioning better informed 
fellow employes or by reading a text on railroad operating prac- 
tices. Particulars of the car equipment of a railroad can be 
obtained by referring to the car equipment register. Details of 
train and car schedules can be obtained from the circulars 
issued by the traffic department. 

A knowledge of rates, routes, and tariffs is, next to the 
advantages of the service, the most important information the 
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freight solicitor can have, but he does not have to be a rate 
expert to sell railroad service. In fact, in Many cases, unless 
properly used, too much technical knowledge of the freight rate 
structure may be harmful, The necessary information con- 
cerning this subject cannot be acquired without study, but this 
may be done in three ways: By studying the tariffs and other 
rate publications; by studying texts dealing with rate subjects; 
or by taking a more formal course of training in rate matters. 
The same suggestion applies to the methods of acquiring a 
knowledge of the interstate commerce act and of the principles 
of carrier liability. 

To keep abreast of current developments in the traffic field, 
the traffic circulars issued by the traffic department should be 
read carefully. In addition, a good traffic publication is indis- 
pensable to the alert salesman who expects to keep informed of 
current happenings in the traffic field. 

A knowledge of the geography, the mineral, industrial and 
agricultural resources of the territory served by his company 
can be acquired by reading the pamphlets and publication issued 
by it. The accumulation of information on this subject can be 
made an interesting and worth-while hobby. 

As the freight solicitor often is required to impart infor- 
mation pertaining to the passenger service of his company, this 
can be acquired by reading the timetables, the advertising and 
publicity literature of the passenger department and the Pull- 
man Company, and by taking an occasional journey over the 
rails himself. 


Advantages of More Formal Training 


The above remarks apply only to the acquisition of informa 
tion concerning railroad transportation service—the product sold. 
In addition, the railroad traffic solicitor selling in the new field 
of competition must acquire information concerning his own 
company, the railroad industry, and the services of competitive 
transportation agencies. He must study his customers and 
prospects; he must know the advantages of railroad service and 
the principles and technique of modern salesmanship. 

The order-taking type of traffic solicitor does not require 
this information, All he requires is some instruction such as 
on whom to call and the routine in reporting his contacts. But 
the selling of railroad transportation service in the future re- 
quires a higher type of salesmanship than this, and the learning 
of proper selling methods cannot be left to chance and so-called 
experience. It is not done any more by any reputable com- 
mercial concern. These have found it highly advantageous 
to train their salesmen in the technical details of their product; 
its advantages to its users; in modern selling methods: in the 
policies of the company; and in the routine to be followed in 
the field. This instruction is not theoretical, but extremely 
practical, being based on the accumulated experiences of the 
best salesmen employed by these companies, 

Because of the universal need for railroad transportation 
service, the complicated nature of that service, the vast differ- 
ences in the requirements of its users, and the aggressiveness 
of competing transportation agencies in selling their services, it 
appears more necessary for the railroads to train their salesmen 
along similar lines than for commercial concerns to do so. 





Personal Notes 





D. McCarthy and William Fischer have resigned their con- 
nections with the Titan Shipping Company, New York, and have 
organized the Major Forwarding Company to carry on business 
as foreign freight forwarders and custom house brokers. 

Frank Jones, formerly with the West Indies department 
of the Munson Steamship Lines, has become associated, as gen- 
eral agent, with the West Indies division of the American Scantic 
Line, recently acquired from the Dawnic Steamship Company. 
Mr. Jones and Samuel Aiken, vice-president and operating man- 
ager of Moore and McCormack, agents for the American Scantic 
Line, are on a tour of the West Indies islands served by the 
division. 

Kenneth B. Harding has been appointed New England agent 
for the Grace Line, at Boston, succeeding Brainard J. Fountain, 
who has been named general agent of the passenger department, 
with headquarters in New York. 

Clyde Terrell has been placed in charge of a newly opened 
office of the Strachan Shipping Company, steamship agents and 
ship brokers, in Memphis, with the title of central freight agent. 

The General Shipping Agency at New Orleans, formerly 
headed by Neal M. Leach, who died, will be continued by H. J. 
Devereaux and E. C. Guion, who were associated with Mr. Leach. 

Edward Osmond, chief clerk at the Kensington freight sta- 
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tion of the Pennsylvania, in Philadelphia, has been retired and 
placed on the company’s “roll of honor,” after more than a half 
century of service. 

The John T. Campbell Company, Inc., has been appointed 
Baltimore agent for the International Freight Corporation. 

R. M. Hitshew has been appointed division freight agent, 
Santa Fe, at Chicago, succeeding T. J. Hughes, promoted, 

E. Q. Davis has been appointed traveling freight agent, Sea- 
board Air Line, with headquarters in Chicago, succeeding J. A. 
Fleming, who died. 

Otis L. Adams has been appointed freight representative, 
Merchants’ and Miners’ Transportation Company, at Atlanta. 

W. J. Bailey, traffic director, Electric Auto-Lite Company, 
Toledo, has accepted an appointment as traffic manager, West 
Virginia Pulp and Paper Company, New York, effective August 1. 
Mr. Bailey is president of the Toledo Transportation Club. 





Doings of the Traffic Clubs 





Robert Main, the new president of the Traffic Club of Pitts- 
burgh, was born in Allegheny County and educated in the public 
schools at Avalon, Pa, He took a commer- 
cial course at Park Institute, in Pitts- 
burgh, and at the age of fifteen was em- 
ployed by the Pennsylvania Railroad 
as office boy in the office of the divi- 
sion freight agent, in Pittsburgh. He 
was with this company for about four 
years, having been promoted to the 
position of assistant westbound rate 
clerk. He left to become chief clerk in 
office of the district freight agent of the 
Canadian Pacific System, at Pittsburgh. 
In 1894 he was advanced to traveling 
freight agent for the territory of west- 
ern Pennsylvania and northern West 
Virginia and continued in this position 
until 1906, when, on the death of F. W. 
Salsbury, the incumbent, he was pro- 
moted to the position of district freight 
agent of the Canadian Pacific System 
for western Pennsylvania, western Maryland, West Virginia, and 
eastern Ohio, which position he has continuously held for the 
past twenty-eight years. He is active in the church and several 
fraternal organizations, 





An attendance of about two hundred and fifty couples is 
expected at the annual golf party and dinner dance of the Motor 
City Traffic Club of Detroit at the Indianwood Golf Club July 28. 
A week-end excursion to Chicago and a Century of Progress has 
been set for August 10, 11 and 12. Chartering of a special train 
for the use of club members is included in the plan. 


The Traffic Club of Chicago will hold a golf outing at the 
Medinah Country Club July 17. Prizes will be awarded winners 
in the various events. 


Arrangements to accommodate a hundred members and their 
friends at the Irish Village, A Century of Progress, are announced 
for the outing of the Junior Traffic Club of Chicago there July 17. 


The monthly meeting of the Traffic Club of Jacksonville at 
the Mayflower Hotel July 9 was designated “Get Acquainted 
Day.” The program was short and informal. 


An extensive program has been prepared for the fourteenth 
annual picnic of the Portland Industrial Traffic Club at Carver 
Park on the Clackamas River July 15. Stanley Sorensen is gen- 
eral chairman of the committee on arrangements. Aquatic sporis 
and games of various kinds are included. There will be a base- 
ball game with the Portland Traffic Club, with Don Lewis as 
captain of the “Tottering Transportation Tots” and Captain Mc 
Connell leading the “Terrible Traffic Terrors.” Another feature 
will be a bathing beauty contest with a prize for the best cos 
tume depicting the “gay 90's.” 


The Omaha Traffic Club will have a golf party at the Lake- 
wood Country Club July 19. There will be a steak dinner, fol- 
lowing golf. 

The Traffic Club of Atlanta held a luncheon meeting at Rich’s 
Tea Room July 9. 
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The resolution in opposition to government ownership of the 
railroads adopted at the meeting of the Associated Traffic Clubs 
of America in Birmingham has been ratified by the Columbus 
Transportation Club. 

The Traffic Club of New York held a golf outing at the 
Wykagy! Country Club, New Rochelle, N. Y., July 10. There was 
both morning and afternoon play. 

The Women’s Traffic Club of San Francisco has scheduled a 
“birthday party” for August 4 at the Hotel Mark Hopkins. It 
will be an “open” meeting and guests will be welcome. Lunch 
eon will be followed by bridge. 


CHICAGO TRAFFIC COUNCIL 


Due to vacations, the docket for the meeting of the Indus- 
trial Traffic Council of the Chicago Association of Commerce, 
held July 9, was substantially abbreviated. Committee chair- 
men made routine reports and a number of matters of specific 
interest to Chicago shippers were discussed, but no action was 
taken. Service of a new contract barge service on the Illinois 
and Mississippi rivers was outlined by D. S. Walker, vice-presi- 
dent of the John I. Hay Company. Members of the executive 
committee of the council received an invitation from United 
Air Lines to take a sight-seeing trip over the Chicago area in 
its new three-mile-a-minute planes recently placed in service, 
for which it was said two planes would be made available 
July 11. There will be no meeting in August. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Wm. W. Addis, Louisville, Ky.; Thomas A. Boint, 
Green Bay, Wis.; Stanley F. Brewster, Washington, D. C.; Lino 
L. Cuison, Johnson City, Tenn.; Henry O. Erwin, Memphis, 
Tenn.; Samuel Fraser, Rochester, N. Y.; Paul Ginsburg, Pitts 
burgh, Pa.; Louis Hobmann, Baltimore, Md.; Helen Huff, Ft. 
Worth, Tex.; Burton E, Hughes, Austin, Tex.; Joseph E. Jay., Jr., 
Wichita Falls, Tex.; Rollo E. Kidwell, Dallas, Tex.; Marion B. 
Knight, Blountstown, Fla.; Robert S. Macfarlane, Seattle, Wash.; 
John W. Mann, Washington, D. C.; James C. Manning, Atlanta, 
Ga.; Charles A, Moultis, Birmingham, Ala.; Jefferson H. Myers, 
Minneapolis, Minn.; Robert G. Schimmel, San Francisco, Calif.; 
Samuel C. Shoup, Washington, D, C., and Wilbur L. Shoup, Wash- 
ington, D. C. 


REDUCED PASSENGER FARES 

Extension of the present reduced basis of railroad passenger 
fares in the western district for a further experimental period 
of one year from their present termination date—or until Sep 
tember 30, 1935—-was agreed on in Chicago, July 9, at a meeting 
of the Western Association of Railway Executives, according to 
an announcement by H. G. Taylor, chairman of the association. 
These reduced fares for all classes of passenger traffic were 
first made effective December 1, 1933, for an experimental period 
of six months, or until May 31, 1934. This period was subse 
quently extended to September 30, 1934, and the action taken 
this week continues the experiment for a further period of 
twelve months. 

The reduced fares include the continued complete elimina- 
tion of the Pullman surcharge on the western lines; a fare of 
3 cents a mile for one-way tickets, good in all classes of equip- 
ment; a fare of 2.5 cents a mile in each direction for long-limit, 
round-trip tickets, good in all classes of equipment; a fare of 2 
cents a mile for short-limit, round-trip tickets, good in all classes 
of equipment, and for one-way tickets good in day coaches; 
and a fare of 1.8 cents a mile in each direction for short-limit 
round-trip tickets, good in day coaches. 

Increases of 33 per cent in the number of passengers car- 
ried by the western railways in the first half of 1934, as com- 
pared with the same period last year; 27 per cent in the number 
of passenger miles; and 5 per cent in passenger revenues were 
shown in a report on the reduced fares presented at the meet- 
ing. Accompanying these increases in passenger traffic and 
revenues, there was a reduction, according to the report, of ap 
proximately one per cent in the mileage run by passenger trains 
in the Western District. This report is said to be the most 
comprehensive analysis yet made of the results secured by these 
fare reductions. 

In every month from January, through June, 1934, substan- 
tial increases were shown over the corresponding month of 1933, 
both in the number of passengers carried and in the number of 
passenger-miles. Passengers carried by the western lines in 
January totaled 1,963,000, in 1933, and 2,616,000, in 1934; in 
February, 1,941,000, in 1933, and 2,283,000, in 1934; in March, 
1,721,000, in 1933, and 2,649,000, in 1934; in April, 1,977,000, in 
1933, and 2,575,000, in 1934; in May, 2,074,000, in 1933, and 2,591,- 
000, in 1934; and in June, 2,464,000, in 1933, and 3,399,000, in 
1934. The six-month total of passengers carried was 12,140,000, 
in 1933, and 16,113,000, in 1934, an increase of 32.7 per cent. 
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Watch Your Rates 


THE TRAFFIC WORLD brings you notice of 
action taken on rate matters before the Com- 
mission. To be completely informed, you should 
also be on the mailing list for THE TRAFFIC 
BULLETIN, which will bring you notice of 
action proposed and action taken in any rate 
matters by any of the standing rate committees. 


The dockets of the following, their hearing bul- 
letins and, in most cases, their disposition 
notices are regular weekly contents of the 
BULLETIN : 


Central Freight Association 

Eastern Commodity Rate Revision Committee 
Express Classification Committee 

Illinois Freight Association 

National Diversion and Reconsignment Committee 
National Perishable Freight Committee 

New England Freight Associatien 

Southern Freight Association 

Southern Ports Foreign Freight Committee 
Southwestern Freight Bureau 
Texas-Louisiana Tariff Bureau 
Transcontinental Freight Bureau 

Trunk Line Association 

Western Trunk Line Committee 


Missing Tariffs Are Costly 


Another important function of THE TRAFFIC 
BULLETIN is the furnishing of a weekly check 
of your tariff file. An abstract of all new tariffs, 
classifications and supplements filed with the 
Commission and the Shipping Board Bureau is 
mailed to BULLETIN subscribers every Satur- 
day morning. This tariff file check is made com- 
plete by publication of investigation and suspen- 
sion orders, suspension orders vacated; fourth 
section applications and orders; short notice ap- 
plications and permissions; abstracts of all 
tariffs returned by the Commission and the 
Shipping Board Bureau; released rate orders; 
and express tariffs. Other regular contents are 
embargo notices, as reported to the car service 
division of the American Railway Association, 
and the steamship sailings, as reported to the 
Commnission. 


The complete docket of the Consolidated 


Classification Committee is mailed to 
BULLETIN subscribers as issued. 





Requests for further details should be addressed 
to 


THE TRAFFIC BULLETIN 


418 S. Market St., Chicago 
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DEPENDABILITY 
BUILDS 
BUSINESS 


The dependability of American Msil Line 
President Liners has been one of the fea- 
tures by which our business has been in- 
creased year after year. It will also be one 
of the features for increasing your business 
if you send your oriental cargoes over this 
short, fast route. ‘our customers in the 


Orient will be able to determine weeks in ad- 
vance just when they may expect the shipment 
to arrive, and will be grateful for this service. 


In addition to the President Liners, a fleet of 
fast cargo liners makes— frequent sailings to 
Japan, China and the Philippines. 


For information, apply desk No. 6 
.New York 
Detroit 


21 West Street 

1714 Dime Bank Bldg 

110 So. Dearborn St 
Union Trust Bldg. Arcade 


Chicago 


Cleveland 


General Freight Office 


740 Stuart Building.....:.. ‘ .. Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 








FOLLOW UNCLE SAM 


Mail for the Orient goes VIA SEATTLE. Ship your 
cargoes via this short, direct route to the Orient 

Seattle is equipped with port facilities among the most 
modern of any city in the world. By direct routes from 
the Port of Seattle, merchandise is shipped to principal 
ports of Great Britain, Continental Europe, Africa, 
Australia, India, South America, Japan, China, Hawaii, 
The Philippines, South America and Siber:a 
Approximately 84 steamship lines operate to and from 
the port, an average of 205 sailings per month. These and 
many other illustrated reasons responsible for Seattle's 


growing importance in world shipping are contained in 
an attractive Port Book—yours for the askirg 


Bell Street Terminal, Seattle, U. S. A. 
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Digest of New Complaints 


2-0-0 --O--@ 








No. 26572. The Galion Iron Works & Mfg 
& Y. et al 

Rates and charges in violation section 6, L. C. L. shipments 
iron and steel culvert pipe, Galion, O., to polints*in official classi 
fication territory. Asks cease and desist order and reparation. 
(Ll. V. Brandt, Atty., 1018 S. Wabash Ave., Chicago.) 

No. 26573. Abingdon Sanitary Manufacturing Co., Inc., Abingdon, IIl., 
vs. A.C. & Y. et al. 

Rates in violation sections 1 and 8%, crude feldspar, Pringle, S 
D., to Abingdon, Ill, and from Abingdon, ground feldspar, to 
points in official territory, as compared with rates from Key 
stone, 8S. D., Golden, Colo., Silica and East Liverpool, O. Asks 
panee (F. W. Rice, practitioner, 228 People’s Bldg., Galesburg, 

) 

No. 26574. The Peter Fox Sons Co. of Tennessee et al., 
Tenn., vs. A. T. & S. F. et al. 

Unreasonable charges, live turkeys, points in Tex., Ala., Miss., 
Okla., and N. M, to Nashville, Tenn., and Hopkinsville, Ky. Asks 
cease and desist order, minimum weight, not in excess of 14,000 
Ibs, and reparation (T. M. Henderson, practitioner, 4083 Chamber 
of Commerce Bldg., Nashville, Tenn.) 

No. 26576. Northwestern Retail Coal Dealers’ Association, Minneapo 
lis, Minn., vs. C. M. St. P. & P. 

Unreasonable rates, bituminous coal, from points in Mont. to 
points in N. D. and §S. D. Asks reparation. (Wesley E. Keller, 
executive sec’y., 1645 Hennepin Ave., Minneapolis, Minn.) 

No, 26577. J. K. Dering Coal Co, et al., Chicago, Ill, vs. C. Cc. C. & 
St. L. et al. 

Allege violation first three sections, because of refusal of de 
fendants to furnish transportation and car service at mine of 
complainants situated two and one-half miles west of Eldorado, 
Ill., known as J. K. Dering Coal Co. Mine No. 2. Asks cease and 
desist order, that defendants be required to furnish empty cars 
as called for, to spot said empty cars for loading, etc. (C, B. 
Cardy, Atty., 332 S. Mich. Ave., Chicago, Il.) 

No. 26578. The Emporium, San Francisco, Calif., vs. Ry 
Inc 

Unreasonable rates, dry goods and/or clothing, N. O. S., New 
York, N. Y., Chicago, Ill., and Kansas City, Mo., to San Fran 
cisco, Calif. Asks cease and desist order, rates and reparation. 


Co., Galion, O., vs. A. C. 


Nashville, 


Express, 


(A, T. White, Atty., San Francisco, Calif.) 
No. 26579. American Solvent Recovery Corporation et al., Columbus, 
O., vs. Pennsylvania et al. 


Unreasonable charges, ground cocoanut charcoal, Philadelphia, 
Pa., to Columbus, O., from Columbus to Philadelphia, from Edge 
wood, Md., to Columbus and in reverse direction. Ask rates and 
reparation. (G. M, Stephen, Commerce Atty., 19 S. Wells St., 
Chicago, Il.) 

No, 26580. Punxsutawney 
vs. B. & O. et al. 

Rates in violation sections 1, 8 and 4, cattle, hogs and calves, 
Chicago to Punxsutawney, Pa., as compared with rates to Buffalo, 
N. Y., and nearby points Ask rates and reparation. (George E 
Morcroft, T. M., 212 Fruit Exchange Bldg., Twenty-first St., and 
Penn Ave., Pittsburgh, Pa.) 

No, 26565. Sub. No. 1. M. J. Duer & Co., Ine., et al., 
vs. Pennsylvania et al, 

Rates in violation sections 1 and 4, 
Md. to points in N. J. and N. Y. 
(. Wade, traffic adviser, 408 East 

No. 26581, Crane Enamel Ware Co.,, 
et al 

Rates in violation sections 1 and 8, plumbers’ goods, Chatta 
nooga, Tenn., to points in Official Classification territory, as com 
pared with rates from Louisville, Ky., Noblesville, Ind., Chicago, 
lil., Kohler (Sheboygan), Milwaukee, Wis., Mansfield, O., Pitts 
burgh and Uniontown, Pa., and Baltimore, Md. Asks rates. (John 
S. Fletcher, atty., 815 Broad St., Chattanooga, Tenn.) 

No. 26582. Abingdon Sanitary Manufacturing Co., Inc., Abingdon, IL, 
vs. A. T. & S. F. et al. 

Rates and ratings, in violation sections 1 and 38, plumbers’ 
earthenware articles, Abingdon, Ill, to points throughout the 
United States, as compared with rates on plumbers’ iron or steel 
articles, enameled or not, from Sheboygan (Kohler), and Milwau- 
Kee, Wis., Chicago, Ill, Detroit, Mich., Elwood, Ind., Pittsburgh, 
’a., Blairsville and Uniontown, Pa., taltimore, Md., Mansfield, 
O., and Chattanooga, Tenn. Asks rates, (F. W. Rice, practitioner, 
228 People’s Bldg., Galesburg, Il.) 

No, 26583. Barnard-Curtiss Co, et al., Minneapolis, Minn., vs. C. M 
a. © & FP. ail. 

Unreasonable rates and charges, Koehring dumptors, Milwaukee, 
Wis., to Rushford and other Minnesota points Ask cease and 
desist order and reparation (A, R. Morgan, T. M., 108 W. 35th 
St., Minneapolis, Minn.) 

No. 26584. The Cambria Clay Products Co., 
©. et al 

Rates in violation sections 1 and 38, clay sewer pipe and sewer 
pipe fittings, Black Fork, O., to points in Va. and W. Va., as 
compared with rates from Clearfield, Ky Asks rates im 
Ellison and A. G. Linnemann, traffic managers, 306 Neave Bldg., 
Cincinnati, ©.) 


Beef & Provision Co., Punxsutawney, Pa., 


Exmore, Va., 


potatoes, points in Va. and 

Ask rates and reparation, (H. V. 
Plume St., Norfolk, Va.) 

Chattanooga, Tenn., vs. Alton 


Black Fork, O., vs. B. & 


REVENUE TRAFFIC STATISTICS 

In the four months ended with April, Class I railroads 
carried 148,294,000 revenue passengers as against 137,353,000 in 
the corresponding 1933 period, according to statistics compiled 
from carrier reports by the Bureau of Statistics of the Com- 
mission. In April alone the number was 37,313,000 as against 
33,725,000 in April last year. 

Passenger revenue in the four months totaled $107,034,646 
as against $95,081,399 in the corresponding period of last year. 
In April alone the revenue totaled $27,039,470 as against $22,- 
911,284 in April last year. 
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Revenue a passenger-mile averaged 2.020 cents in the four 
months as against 2.208 cents in the 1933 period, while in April 
it averaged 1.964 cents as against 2.102 cents in April last year. 

Revenue a ton-mile averaged 9.78 mills in the four months 
as against 9.98 mills in the 1933 period. In April it averaged 
10.15 mills as against 10.12 mills in April, 1938. 


SELECTED INCOME STATISTICS 


In the four months ended with April the Class I steam railroads 
of the United States had a deficit in net income of $27,007,494, 
as compared with a deficit of $119,645,754 in the corresponding 
period of 1933, according to the monthly statement prepared 
by the Bureau of Statistics of the Commission on selected in- 
come and balance sheet items, 

In April the defict in net income was $11,006,161 as compared 
with a deficit of $24,765,528, in April, 1933. The net income 
figure is that obtained after deductions have been made for 
rent for leased roads, interest and “other deductions” from the 
total income. 


ILLINOIS CENTRAL PASSENGER SERVICE 

As an expression of “faith in the continuing improvement 
in business” and in the future of the railroad as a passenger 
carrier, the Illinois Central has announced extensive improve- 
ments in its passenger service. These include the reinstatement 
of the “Panama Limited” between Chicago and New Orleans, 
discontinued in May, 1932; building of a high-speed, streamline 
train for operation between Chicago and St. Louis; shortening 
of various schedules; increased use of air conditioned cars on 
principal trains, and modernization of coaches and chair cars. 
The new “Panama Limited” will go in service about December 
1, it is stated, and will have all new equipment of the most 
modern kind. The streamline train is to be constructed with 
funds obtained from the Public Works Administration, Dining 
and lounge cars being air conditioned are also being completely 
rebuilt to provide for maximum comfort, and many coach and 
chair cars will be rebuilt and refurnished, with individual seats 
and other conveniences. 


TANK CAR SERVICE INDUSTRY 

The National Recovery Administration, through Division 
Administrator C, E. Adams, has announced the recognition of 
the following as members of the Code Authority for the Tank 
Car Service Industry: 

Colonel N. L. Howard, North 
327 South LaSalle St., Chicago, Ill.; B. C. Graves, Union Tank 
Car Co., 228 North LaSalle St., Chicago, Ill.; F. Baird-Smith, 
Service Tank Car Co,., 332 South Michigan Boulevard, Chicago, 
Ill.; Henry Almer, American Steel Car Lines, 208 South LaSalle 
St., Chicago, Ill.; W. J. Curley, Pennsylvania-Conley Tank Car 
Co., Koppers Building, Pittsburgh, Pa.; R. H. Davenport, Ship- 
pers’ Car Line Corporation, 30 Church St., New York, N. Y.; 
L. J. Drake, president pro tem of the Tank Car Service Associa 
tion (member at large), Union Tank Co., 228 North LaSalle St., 
Chicago, Ill., and Lester N,. Selig, General American Tank Car 
Corporation, 230 South Clark St., Chicago, Il. 


American Car Corporation, 


NEW HILL CLIMBING LOCOMOTIVE 


What is claimed by the London and North Eeastern rail 
road to be the most powerful express passenger locomotive in 
Great Britain has just been completed at the Doncaster works, 
according to advices to the Commerce Department from its 
London office, 

Designed for greater acceleration and for higher speeds up 
gradients rather than for spectacular speeds on the level, the 
locomotive is now undergoing trials, It will be used on the 
hilly route between Carlisle, Edinburg and Aberdeen, where 
many of the express trains have to be hauled by two engines. 

The new locomotive is of the 2-8-2 Mikado type, its eight 
driving wheels of 6 feet 2 inches diameter being coupled, Very 
large boilers working at a pressure of 220 pounds supply three 
cylinders which are fitted with poppet valves—a feature which, 
though not unique, is unusual, 

Two smokestacks are required for this monster locomotive. 
The streamline effect is unbroken, no steam dome being visible 
and the whistle is placed in front of the smokestacks. 








TRAFFIC MAN, registered I. C. C, practitioner, with railroad, 
industrial, commercial and state railway commission experience; avail 
able September first or before. References exchanged. Address, G-21, 
care Traffic World, 418 South Market St., Chicago, I'l 





WANTED—Freight solicitors and individuals with shippers’ con- 
tact, who desire to build up an independent income incidental to their 
present activities. Write Frizzell & Co., Drexel Bldg., Philadelphia, 
Pa., for details. 





WANTED—Used traffic file, five sections with base, shelf and top 
Wetzel type file preferred Address G-11, care Traffic World, 418 
South Market St., Chicago, Il. 
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IN TIMES LIKE THESE 
YOU NEED 


RAILWAY EXPRESS 


These are days of short stocks, hand-to-mouth buying, 
and quick turnover on small capital. Frequently your 
customers find themselves out of important merchan- 
dise. Rapid replacements are needed. @ Then you will 
appreciate the swift dependable service offered by Rail- 
way Express. A telephone call brings the Railway 
Express truck to your door, the shipment is rushed to 
destination at passenger train speed, and promptly de- 
livered to your customers on arrival. Rates are moderate 
and include liability. @ Next time you need quick action 
phone Railway Express. Your local agent will gladly 


quote rates to any point. 
The best there is in transportation 


SERVING THE NATION FOR 95 YEARS @ NATION-WIDE SERVICE 








IS WHAT DELAYS YOUR 


Geo. Sealy, President F. W. Parker, V. P. & G. M. 





RESISTANCE 
SHIPMENTS 


SLOW SERVICE, inadequate transportation 
and port tacilities, lack of co-ordination . those 
are the things which create resistance against the 


free and easy movement of your freight shipments 


How much better and safer to route through 
an old-established, dependable gateway, relieving 


you of all anxiety 


The century-old Port of Galveston, with three 
grain elevators, thirty-two piers, thirty modern 
warehouses and a wonderful deep-water harbor, is 


the most efficient port in America, a result of co 
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RAILWAY 
EXPRE 


AGENCY, Inc. 











Speed your business with this 
3-mile-a-minute delivery — 2,000 
miles without wasting a single 
business hour! Use, and specify, 
AIR EXPRESS. 


Typical Rates 
and Speeds 


ordination of service units ... centralized control 
SERVICE IS OUR WATCHWORD oo 
covers Nation-wide 
| Alr, Air-Rail Service 
GALVESTON dy 3 
| motor ay 
WHARF COMPANY | paid, Coll. or €.0.D. 


Established 1854 





Kansas City Office—434 Board of Trade Bldg. 











For pickups, rates, information phone Air Express Div., 
Railway Express Sone or any United Air Lines Office 


San Francisco-Chicago .. . 
134% hrs.—$4.74 (for 5 lbs.) ; 

LosAngeles-New Y ork...20% 
hrs.—$5.50; Citi ow 
York...4 hrs. 55 min.—$2.14, 


AIR EXPRESS 


UNITED AIR LINES 
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Let THE DAILY TRAFFIC WORLD 


provide you with a 


; WASHINGTON 


Ts 


REPRESENTATIVE 


at a fraction of the cost of keeping 
your own man there 


There have probahly been many occasions 
when you have wished you had a trained 
traffic representative in Washington to look 
after your interetts—someone who could 
keep in close personal contact with all gov- 
ernmental departments, more especially the 
Interstate Commerce Commission and the 
Shipping Board Bureau, who could dig out 
the particular information you need, or send 
you copies of decisions, proposed reports, or 
citations from the records; someone with 
complete knowledge of and easy access to 
the hundreds of thousands of documents 
filed in the National Capital; ; specialist 
who would give you the benefit of his special 
training through opinions on loss and dam- 
age claims or information about procedure, 
or, perhaps, some assistance in preparing 
your cases by supplying rate histories and 
other exhibits; someone who would watch 
any particular rate in which you looked for 
a change, who would advise you promptly 
of any new complaint filed, the issuance of 
a suspension order, or the granting of sixth 
section permission. 


You may not have been able ge _ the 
man or the service you wanted. , per- 
haps, you didn’t have enough of this sort of 
work to justify the large expenditure. Here, 
then, is your opportunity to obtain for your- 
self and your organization the advantages 
outlined above. 


When you enter your subscription for THE 
DAILY TRAFFIC WORLD and TRAFFIC 
BULLETIN, the facilities of our Special 
Service Department in Washington are 
laced at your disposal. Our staff in Wash- 
ington is made up of men who have had 
years of training in rate analysis, traffic 
problems, and interstate commerce, as well 
as law. They are in daily contact with the 
Interstate Commerce Commission, the Ship- 
ping Board Bureau, and all departments of 
the government. 


You can turn your particular problems over 
to them with full confidence that they will 
receive their prompt, personal attention. 
And, best of all, the expense is reasonable 
because it is spread over a large number of 
organizations whose service requests are 
“grouped” to minimize costs, providing a 
service of the highest standard at low cost. 
The daily reports will supplement these 
services by bringing to your attention any 
unexpected action that might otherwise 
escape you. 


The DAILY service is the busy traffic man’s 
right hand man. It is the ideal combination 
of a prompt, all-inclusive news service and 
a complete group of personal traffic services. 


Send for sample copies, and more informa- 
tion about the special services which are 
included with every subscription. 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Published by 


The Traffic Service Corporation 
418 South Market Street Chicago 





Docket of the Commission 





NOTE—items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too fate to show the change in thie 
Docket 1 be noted elsewhere. 


July 16—Argument at Washington, D. C.: 
Fourth Section Application No. 15430. 


July 16—Washington, D. C.—Examiner Witters: 
26077 and Sub. 1—John Clark Co. et al. vs. A. & E. R. R. et al. 
July 16—Salt Lake City, Utah—Examiner Howell: 
28464_—Northwestern Turkey Growers’ Assn. vs. B. & O. R. R. et al. 


ae 16—Chicago, Ill.—Examiner Disque: 
72—Armour & Co. vs. C. B. & Q. R. R. et al. 
26472—Sub. 1.—E. K. Pond Co. et al. vs. A. G. 8. R. R. et al. 


July 16—Johnson City, Tenn.—Examiner Worthington: 
2 East Tennessee Border Traffic Assn. vs. A. C. & Y. Ry. et al. 


July 16—Johnson City, Tenn.—Examiner Griffin: 
* 7865—Chamber of Commerce of Johnson City vs. 
et al. 


July 17—Argument at Washington, D. C.: 
1 International] Oil Co. et al. vs. A. & S, Ry. et al. 
Valuation No. 1189—N. Y. Dock Ry. 


ony 17—Washington, D,. C.—Examiner Glover: 
ourth Section App. No. 15527, filed by Agent Tilford. 


July 17—Chicago, lll.—Examiner Disque: 
Chicago Pottery Co. vs. C. C. & O. Ry. et al. 
26503—-Darling & Co. vs. C. lL & L. Ry. et al. 


July 17—Butte, Mont.—Examiner Fleming: 
Fourth Section Applications Nos. 15214, 15228, 15229 
Petroleum from California to Montana. 
1. & S. No, 4000—Sugar from California to Montana. 


July 17—Wisconsin Rapids, Wis.—Public Service Comm. of Wisconsin: 
Finance No, 10440—Application of C. M. St. P. & P. R. R. for per- 
mission to abandon its line between Babcock and Norway, Mon- 
roe County, Wis. 
July 18—Argument at Washington, D. C.: 
733—Board of Railroad Commissioners of State of South Dakota 
vs. A. T. & S. F. Ry. et al. 

26096—Fargo Iron & Metal Co., Inc., vs. A. T. & S. F. Ry. et al. 

2615S—State Business Manager et al. vs. A. T. & S. F. Ry. et al. 

Finance No. ace Oa me mepgee Cc. R. I. & P. Ry. and its trustees 
for permission to abandon operation of the railroad of White & 
Black River Valley Ry. 

Finance No. 10174—Application C. G. W. R. R. for authority to 
operate over the K. C. 8S. Ry. in Kansas City, Kan.-Mo., and to 
use freight depot of K. C. S. Ry. in Kansas City, Mo. 

July 19—Argument at Washington, D. C.: 
771—Lexington Lumber Co. et al. vs. A. C. L. R. R. et al. 


Southern Railway 


and 15329— 


te oa Produce & Provision Co., Inc., et al. vs. B. & O. 
. R. et al, 
26190—Montana Horse Products Co. vs. A. T. & S. F. Ry. et al. 


26191—-Montana Horse Products Co. vs. A. A. R. R. et al. 

Finance No, 10185—Application A. T. & S. F. Ry. for permission to 

abandon a line of road in Luna-and Sierra Counties, New Mexico. 
19—Washington, D. C.—Examiner Shinn: 

ourth Section Application 14869—Petroleum to Illinois. 

a A 19—Minneapolis, Minn.—Examiner Disque: 


Jul 


7 ses ae. 1 and 2—Minneapolis Traffic Assn. vs. C. B. & Q. 
a os ee. 

26546—Duluth Board of Trade vs. C. B. & Q. et al. 
July 20—Greenville, N. C.—Examiner Shanafelt: 

26313—Carolina Shippers’ Association, Inc., et al. vs. C. & O. Ry. 


et al. 


July 20—Argument at Washington, D. C.: 
26106—Great Lakes Steel Corporation vs. D. T. & I. R. R. et al. 
25816—and Sub. 1—Anderson Bros. & Foster et al. vs. Alabama Cen- 
tral R. R. et al. 
Finance No, 10112—The Chesapeake & Ohio Railway proposei aban- 
donment. 
26270—Armour & Co. vs. I. C. R. R. et al. 
July 21—Argument at Washington, D. C.: 
26169—-Mark P. Jacobsen Co, vs. F. E. C. 
July 21—Denver, Colo.—-Examiner Howell: 
648—Coughlan-Rogin Co. et al. vs. D. & R. G. W. R. R. et al. 
July 23—Denver, Colo.—Examiner Howell: 
1. & S. 3988—Checking, marking and weighing wool in the west. 
ee, Ga.—Examiner Shanafelt: 
56—Jacksonville Chamber of Commerce et al. vs. A. & W. P. et al. 
July 23—Argument at Washington, D. C.: 
1. & S. 3966—Absorption of switching at Butte, Mont. 


July 23—Washington, D. C.—Examiner Prichard: 

* Finance No. 10534—Application W. V. Griffin and H. W. Purvis, as 
receivers of the Ga, & Fla. R. R., for authority to continue con- 
trol of the Statesboro Northern Ry. by lease. 

July 24—Washington, D. C.—Examiner Weems: 

26512—Blackwood Coal & Coke Co., J. L. Osler, receiver, et al. vs. 
Interstate R. R. et al. 
July 24—Argument at Washington, D. C.: 
26037—-Warner Chemical Co. vs. B. & O. R. R. et al. 
26047—Hans Rees’ Sons, Inc., vs. B. & O. R. R. et al. 
July 24—Washington, D. C.—Examiner Williams: 
1. & S. 3993—Egg trays from Waterville, Maine. 

July 24—Washington, D. C.—Examiner Brennan: 

24957 and Sub. 1—Christian Feigenspan vs. D. & H. R. R. Corp et al. 

July 24—Washington, D,. C.—Examiner Prichard: 

* Finance No. 3459—Control of Stephenville North & South Texas 


Ry. et al. 





Ry. by St. L. S. W. Ry. of Texas. 
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ATTENTION 
TRAFFIC MANAGER 


These seven specific services are tailored to 
fit your individual requirements. Check the list 
carefully to see how many of them you can use 
to supplement the present facilities of your 
traffic department. 


1. Watching Service (A Specific, Personal 
Service) 


Send us a list of your inbound and outbound com- 
modities, plant locations, and general territories to 
which your products move. All rate changes in tariffs, 
classifications, and supplements thereto; all complaints, 
petitions, and applications filed with the esestale Com- 
merce Commission and Shipping Board (Intercoastal), 
and all orders and decisions thereof, as they affect your 
traffic, will be reported at once. Supporting documents 
will be forwarded without cost, except where a cash 
outlay is necessary. Wire advice of efforts to chan 
rates on short notice, and suspensions of new rates will 
be given if desired. 

A single report may mean a great saving. 


2. Rate Analysis and Exhibits 


If you believe your rates are out of line we will 
analyze them, making suitable rate comparisons and 
digests of pertinent cases, in clear and specific terms. 
Exhibits will be prepared and manifolded if desired. 


3. Rate History 


Get down to bed rock to build. Using the Commis- 
sion’s complete tariff files, we will furnish, with effec- 
tive dates and tariff authorities as far back as desired, 
chronological statements of classification ratings, or 
tariff rates or rules. We will also determine whether 
particular rates have been before the Commission in 
any proceeding, furnishing digests of Commission’s 
findings. 


4. Rate Quotations and Tariff Interpretations 


Rates will be quoted on any commodity between any 
points via any routes on interstate traffic, or on inter- 
— traffic via the Panama Canal. This service is 

“pay important where complex situations are in- 

ed or the status of particular rates uncertain, or 
olin resort to interpretation in the light of court or 
commission decisions may be necessary. 


5. Statistical Service 

We will locate any available government statistics 
and compile or assemble in form desired. 
6. Document Service 


Available government documents (including bills in 
Congress) will be promptly forwarded or reproductions 
will be made when necessary. 


7. General Research 


We solicit this work in connection with any business 
subject. 


Additional information about these serviees and their 
cost are yours without obligation if you will write, out- 
lining your requirements, to the 


SPECIAL SERVICE DEPARTMENT 


of the 
Traffic Service Corporation 


Mills Building Washington, D. C. 
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CALMAR LINE 


INTERCOASTAL SERVICE 


WESTBOUND SCHEDULE 


ly SAILS | ARRIVES 

| Voy-) j — ————— 

STEAMER age | Phite- | Los | Sen | Alameds | —— 
. oe | Oakland | Portland 

| delphi Angeles i Rich | Seattle 














a ES Ss ~* 
PORTMAR) 15 | Sailed | | “Sailed |Arrived | July 16) July 18 July 23 July 25 
PENNMAR | 15 | Sailed | Sailed |July 26 July 30|\Aug. 1/Aug. 6 Aug. 8 
LOSMAR 14 \July 14 July 18\Aug. 9/Aug. 13/Aug. 15/Aug. 20' Aug. 22 
CALMAR 14 |July 28/Aug. 1\Aug. 23\Aug. 27\|Aug. 29\Sept. 3 Sept. 5 
YORKMAR,) 23 |Aug. 11|Aug. 15\Sept. 6 Sept. 10/Sept. 12/Sept. 17 Sept. 19 
OAKMAR | 16 |Aug. 25 Aug. 29 Sept. 20 Sept. 24\Sept.26;Oct. 1Oct. 3 
VERMAR | 14 Sept. 8Sept.12;Oct. 4:Oct. 8/Oct. 10/\Oct. 15:Oct. 17 











For information regarding rates, etc., apply to nearest office: 


MOORE & McCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD., Agents 
Baltimore, Md., {5 South Gay Street Los Angeles, Cal., 410 Chamber of Com- 
Chicago, ‘Ut. 140 South Dearborn Street meree Buliding 
Detroit, Mich., 556 Book Bidg., Washington Oakiand, Cal., ist and Market Streets 
Boulevard and Grand River Portiand, Ore., 917 Board of Trade Bidg. 
w York, N. Y., 5 Broadway San Franciseo, Cal., 215 Market Street, 
Philadelphia Pa.. Bourse Bullding Matson Building 
Pittsburgh, Pa., Oliver Bullding Seattle, Wash., i519 Railroad Avenue, 
Roohester, N. ¥.. Temple Buliding Seuth 





EASTBOUND SCHEDULE 








SAILS ARRIVES 


STEAMER|Ye9- < 
| Ne. ' | Grays Astoria | Steck- | | Oakland) Sasa Les New | Phila- Balti- 
Seatt * Harber! Portland) ton | Alameda/Francisco| Angeles| York | deiphia more 


Ss OO SO 


Oakmar | 15 \Omitt’d Omitt’d Omitt'd Sailed | Sailed | Sailed | Sailed July 23 July 26 July 28 
Vermar | 13 |Omitt’d/Omitt’d/Omitt'd Sailed | Sailed July 14July 16)Aug. 6 Aug. 10 Aug. 13 











DUE TO LABOR CONDITIONS CONSULT NEAREST AGENT FOR 
ADDITIONAL EASTBOUND SAILINGS. 


PHILADELPHIA: Steaiive with the S.S. Vermar 13 E, discharging 
(a ill be performed at Pier 27 North Wharves. 


Subject to change and/or cancellation without notice, as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


WIRE EUC 
FORWS 


Stock forms for all purposes. 


For Foreign and Domestic use. 
Constantly revised for accuracy. 
Write for descriptive circular. 


HORDER’S, Inc. 


231 S. Jefferson St., Chicago 





THE PORT OF MILWAUKEE 


“The Most Progressive Port on the Great Lakes’’ 


Modern Terminal on Outer Harbor 


Municipal Open Dock Municipal Transit Shed No. | 
Municipal South Pier No. |! Municipal Mooring Basin 
Municipal Air Marine Terminal 
Handle All Commodities—Bulk and Package Freight 
Modern handling equipment, dockside tracks, open 
storage, no bridge interference, 
24-hour service. Reasonable Rates. 
Inquiries Solicited 


Board of Harbor Commissioners 
7o9@ City Hall Milwaukee, Wisconsin 
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July 25—Salt Lake City—Examiner Stiles: 
1. & S. 3971—Honey from Rocky Mountain States to W. T. L. points. 
July 25—Washington, D. C.—Examiner Trezise: 
25656—H. W. Showalter, receiver, Continental Coal Co. et al. vs. 
A. C. & Y. Ry. et al. 
25670—Robert C. Hill, Frank R. Lyon, and Howell Fisher, domicilary 
receivers of Consolidated Coal Co, et al. vs. A. C. & Y. Ry. et al. 


July 25—Washington, D. C Examiner Berry: 
1. & S. 4009—Furniture from, to and between the Southwest. 


July 26—-Washington, D. C.—Examiner Witters: 
26402— Weyerhaeuser Timber Co. vs. Penna R. R, et al. 
23381—-Boydton Manufacturing Co,, Inc., et al. vs. Southern Ry. et al. 

1. & S. 3952—lLumber-North Atlantic ports to western points 
Fourth Section Application No. 14984—flled by W. S. Curlett and B. 

T. Jones, agents 
Fourth Section Application No. 15126—filed by J. BE. 


July 26—Salt Lake City, Utah—Examiner Stiles: 

Fourth Section Application 14080—Rates on sugar, beet or cane, from 
San Francisco and Crockett, Calif., to points in Ill, Mo., Ia., Ind. 
and Wis. 

Fourth Section Application 15321 
from San Francisco and Crockett, Calif., 
Ind and Wis. 

Fourth Section Application 15335—Sugar, beet or cane, from San 
Francisco and Crockett, Calif., to Chicago, Ill, St. Louis, Mo., 
Milwaukee, Wis., and related points via routes through Texas. 

Fourth Section Application 15367—Sugar, from New Orleans and 
Port Chalmette, La., Mobile, Ala., and Gulfport, Miss., and Pen- 
sacola, Fla., to points in Central Freight Association territory 
and other points west thereof 

Fourth Section Application 15481—Sugar from Colorado, Neb., Wyo., 
Kan., Utah, Idaho and Mont., to destinations in Wis. 

Fourth Section Application 19516—Sugar, beet, from California points 
to points in Ill, Ind., la., Mo. and Wis. 

Fourth Section Application 15539—Sugar, beet or cane, from San 
Francisco and Crockett, Cal., to Ill., Mo., Ia., Ind. and Wis. 

Fourth Section Appin. 15542, sugar, beet or cane, from Colo., 
Kans., Utah, Idaho, Mont., to Chicago, I., 
Peoria and Springfield, Ill., St. Louis, Mo., and other points. 


Tilford, agent. 


Rates on sugar, beet or cane, 
to points in Ill, Mo., Ia,, 


Wryo., 





Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


CROOKS TERMINAL WAREHOUSES: 


= Storage and Distributing of Merchandise of Every Description : : 


WIIIITITIitiiitiiililiiiililiiiiiliiiiiiiiiiilitliiiiiiiiiiiiiiiiiiiiiiiiiir trey 


TRAFFIC MANAGERS 


T. J. McLAUGHLIN Traffic 
TRAFFIC COUNSELOR and 
Interstate Commerce and State Commission Cases 
Commerce 


Departmental Service 
Specialists 





815 Mills Bldg. 
WASHINGTON, D. C. 


HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
te Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 





Valuation 
Experts 


PrITiIIiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiti iii iit 
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ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 
Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 





Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 





H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 
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Milwaukee, Wis., 
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Fourth Section Appin, 15547, sugar, beet or cane, from Kans., Neb., 
Colo., Wyo., Utah and Idaho, to southern Illinois and Paducah, 
Ky. 

Fourth Section Appin. 15561, sugar, beet or cane, from San Francisco 
and Crockett, Calif., to Ill, Mo., Ia., Ind. and Wis. 

Fourth Section Appin. 15564, sugar from New Orleans and points 
in Louisiana west of Mississippi River to points in Central Freight 
Assn, territory and points west thereof. 

Fourth Section Application 15623—Sugar from Kan., Colo,, Neb., 
Wyo., Utah, Idaho, etc., to destinations in Ky., Tenn, and Miss 

July 27—St. Augustine, Fla.—Examiner Shanafelt: 

26459—F. E. C. Ry. (W. R. Kenan, Jr., and S. M. Loftin, receivers) 
va, 4, Cc... BR. R. otal. 

26462—F. FE. C. Ry. (W. R. Kenan, Jr., and S. M. Loftin, receivers) 
74% A. ©. I. BH BR. Ot al, 

July 27—Washington, D. C.—-Examiner Williams: 
1. & S. 4008—Coke from Ohio to Lewiston, N. Y. 
July 30—Omaha, Neb.—Examiner Howell: 
273—Lane Lumber Co, et al. vs. A. & S. R. R. et al. 
July 30—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 15622—Filed by W. S. Curlett, agent. 
—— 31—Jacksonville, Fla.—Examiner Shanafelt: 
a S. 3996—Fresh Seafood from and to the south. 
pe Washington, D. C.—Examiner Glover: 
aun Section Applications Nos, 15591 and 15595—Filed by J. E 
Tilford. 
August 1—Washington, D. C.—Examiner Shinn: 
Fourth Section App. No. 15608, filed by Agent Curlett. 
August 3—Chicago, Ill.—Examiner Howell: 
1. & §S. 3997—Coal from Illinois to Keokuk, Ia. 
September 5—Pittsburgh, Pa.—Examiner Archer: 
26515—Eastern Brick Rates. 
September 5—Washington, D. C.—Director Bartel: 
* 3666—In the matter of regulations for the transportation of explo- 
sives and other dangerous articles by freight. (Electric fusion 
welding for tank car tanks). 


September 5—Pittsburgh, Pa.—Examiner Peterson 
* 26551—Maurice Kellerman vs. Pa. R. R 
September 5—Cincinnati, O.—Examiner Armes 
* 17272, Sub. 1—Philip Carey Mfg. Co, et al. vs. B. & O. R. R. et al 
(further hearing). 
September 6—Cincinnati, O.—Examiner Armes: 
* 26493—Domhoff & Joyce Co. vs. C. C. of O. Ry. et al 
September 6—Cleveland, O Examiner Peterson 
* 23226—Avers Mineral Co. et al. vs. A. C. & Y. et al. (further hear- 
ing) 
September 6—Jackson, Tenn Examiner McChord 
* 26071—West Tennessee Shippers’ Assn, et al. vs. A. G. 5S. R. R. et al. 
September 7—Norfolk, Va Examiner Fuller 
* 26565—Eastern Shore of Virginia Produce Exchange, Inc., vs. Pa 
R. R. et al 
September 7—Cleveland, O.—Examiner Peterson 
* 25005—Cleveland Growers’ Marketing Co. vs. N. ¥. Cc. & St. L. R. 
R. et al. (further hearing) 
September 7—Cincinnati, O.—Examiner Armes 
* 21585—Ohio-Kentucky Associated Industires vs. A, & R. R 
(further hearing). 
September 10—Cincinnati, O. 
26515—Eastern Brick Rates, 
September 10-——Charleston, S. C.—Examiner Fuller: 
* 26518—South Carolina Produce Assn, vs. A. C, L. R. R. et al 
September 10—Jackson, Miss.—-Examiner McChord: 
* 20712—Jackson Traffic Bureau vs. A. G. S. R. R. et al. 
September 10—Monroe, Mich.—Examiner Peterson 
* 17822—River Raisin Paper Co, vs. C. B. & Q. R. R. et al. 
September 10—St. Louis, Mo.—Examiner Armes: 
* 1, & S. 4008—Cotton Seed Cake, Meal, etc., from Helena, Ark. 
September 11—Washington, D. C.—Examiner Disque: 
25390—Abilene & Southern Ry. Co. et al. vs. A. C. & Y,. et al. 
25692 (and Sub. Nos. 1 and 2)—Abilene & Southern Ry. et al. vs 
a. ©. &@ FY. Ot ai. 
26429—-A. & V. Ry. et al. vs. Abilene & Southern et al. 


t. et al, 


Examiner Archer: 


September 11—Lansing, Mich Examiner Peterson: 
* 26566—Michigan Fertilizer Co. vs. L. & N. R. R. et al. 


September 11—Chicago, Ill.—Examiner Flynn: 
* 26499—Ingersoll Steel & Disc Co. vs. Pa. R. R. 
* 26541—Real Reel Corp. as. F.B H. & H. R. R. et al. 


RAIL ‘WAGE STATISTICS 


At the middle of June, Class I railroads, excluding switch- 
ing and terminal companies, had 1,054,089 employes, an increase 
of 10.08 per cent as compared with June, 1933, and an increase 
of 1.06 per cent as compared with May, 1934, according to wage 
statistics prepared by the Bureau of Statistics of the Commis- 
sion. The number of employes by groups the middle of June 
and the percentage of increase or decrease compared with June, 
1933, were reported as follows: Executives, officials, and staff 
assistants, 12,055, decrease, 0.78 per cent; professional, clerical, 
and general, 166,517, increase, 3.57 per cent; maintenance of way 
and structures, 236,584, increase, 15.60 per cent; maintenance 
of equipment and stores, 288,812, increase, 15 per cent; transpor- 
tation (other than train, engine, and yard), 126,111, increase, 
2.92 per cent; transportation (yardmasters, switchtenders, and 
hostlers), 12,553, increase, 6.74 per cent; and transportation (train 
and engine service), 211,457, increase, 8.72 per cent. 

Another compilation issued by the bureau shows that com- 
pensation of Class I railroad employes in April amounted to 
$123,427,450. In the year 1933 the total compensation was $1,- 
403,881,864, as against $1,512,821,975 in 1932. 
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Any 3-ton truck priced at only $925 would 
ordinarily be considered a real value. But 
here is a 3-ton truck bearing the GMC 
name, a truck with every feature that 
insures truck-built performance, economy 
and dependability—and priced at only 
$925. Such a truck value is truly out- 
standing. 


CHASSIS PONTIAC 
Gross Rating— 12,500 Lbs. 


Payload Capacity — 2'/.-3'4 Tons 
Wheelbases — 142" — 166" — 184” 










Listed at the right are a few of the many 
modern improvements found in this new- GMC Valve-in-Head Engine 
est addition to the GMC line. They com- 69 H.P. 155 Ft. Lbs. Torque 
bine to produce not only a unit of unusual Frame 8” Deep 
ability in its capacity range, but also a unit a a ea 
fully comparable with many so-called 
heavier duty trucks. Write for details today. 







Needle-Bearing Universal Joints 





Maximum Tire Size 
8.25 20 10-ply Duals 


GENERAL MOTORS TRUCKS AND TRAILERS Full Floating Rear Axle 


bela. ia Ge lebie) baa lila a ael iT bg PONTIAC, MICHIGAN 
Time Payments Available Through Our Own Y. M. A. C 
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APPLETON 


WISCONSIN 


‘In the center of a much better than average dairy and farming district, it 
contains a diversity of manufacturing—paper, wood, wool and metal prod- 
ucts, a wide range of retail and wholesale trade. . . . 


In all important aspects, Appleton is, statistically and geographically, as 


close as anyone could come to a normal city." 
Taken from Market by Incomes 


TIME, INC 


The Editor of Market by Incomes has in the two sentences given an accurate unbiased picture of 
this prosperous little city of 25,267 people. Those wishing more detailed information concerning this 
city, or any of its facilities, should write the Appleton Chamber of Commerce. 
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AIR VIEW OF PART OF APPLETON 


APPLETON : EFFICIENTLY SERVED BY THE SOO LINE 
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SOO SERVICE WILL BE SATISFACTORY TO YOU 











